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TINY TOWN OR MIGHTY METROPOLIS JLsso is there... 
at 600 airports from Maine to Texas! Leave it to those Esso Aviation 
Dealers... to give your plane the knowing kind of service it needs to keep 
you right on schedule. With an Esso Aviation Credit Card (they’re easy 
to apply for), you can charge almost anything —including gasoline, oil and 
lubrication (you can’t beat those Esso Aviation products) and even tire 
and battery service, landing fees, overnight in-transit storage and minor 
emergency repairs. How’s that for a good deal? 


FREE TO PILOTS! For your free Esso 
Flight Calculator, handy guide in 
figuring True Course, Drift Angle 
and Ground Speed, be sure to see 
your nearest Esso Aviation Dealer. 


Juality 


an outstanding Reason 
for the Apache’s 
Overwhelming Popularity 


Nine the price of the Piper Apache is nearly $15,000 less 
than that of any other twin-engine executive plane on the 
market, there is no compromise with quality in this most 
popular of all executive twins. 

Careful inspection will prove this point... will prove the 
Apache is second to none in quality. Workmanship is superb; 
engines and propellers are the finest available; electric and 
hydraulic systems have been thoroughly proved and improved. 
Over 40 transatlantic flights attest to the Apache’s stamina. 

Quality shows particularly in the cabin appointments, from 
the genuine leather upholstery to the impeccable styling. 
Roominess, reclining seats, head rests add to the quiet 
luxury of Apache travel. 

Piper’s ability to produce a quality airplane like the Apache 
at a price far below any other twin available is simply ex- 
plained. For the aircraft industry, Piper is a volume producer. 
Piper builds nearly as many Apaches as all other executive 
twins combined. High volume cuts engineering and tooling 
costs, permits better job training and specialization. The 
Apache’s basic design lends itself to low production man- 
hours. 

If you’re in the market for a twin, evaluate the Apache— 
not just for its low operating costs, but for its quality as well. 
It adds up to a really fine airplane at a sensible price—}$34,990 
for standard Apache with 150 hp Lycomings. Available also 
with 160 hp engines. Send for brochure, Dept. 7-K. 


PIPER AIRCRAFT CORPORATION e Lock Haven, Pennsylvania 


MORE PEOPLE HAVE BOUGHT PIPERS THAN ANY OTHER PLANE IN THE WORLD 
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in providing you with complete tech- 
nical facilities and competent service. 
Stop in and chat with us about all 
your needs. 


i THE EAST COAST’S finest 


aeronautical radio, sales, 
service and custom installation 
facilities. 


CAA approved repair station. Certifi- 
cate No. 3992, Radio Class 1 and 2 
Unlimited. Limited instruments. Lear 
L-2 Automatic Flight Control Systems 
and Lear Arcon Automatic Rudder 
Control Systems. 


Distributors for ARC, Dare, Flight- 
tronics, Lear, Narco, Wright. Service 
and facilities for all manufacturers 
including Collins, Bendix, Sun-Air, 
Wilcox, etc. 


DOT AIRTRONICS 


Zahns Airport, Lindenhurst, N.Y. 
Write for Zahns Airport Guide 
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COVER: “Traffic One O’clock—one-half mile!” Few ground-to-air 
transmissions are more likely to curl the hair on the back of a pilot's 
neck than this typical Radar Traffic Advisory from an ATC facility. For 
lack of altitude information, the pilot must still strain to spot and 


recognize possible confliction. “Decorate for Safety” in this issue 
offers the most immediate answer to the admitted deficiencies of 
and be seen” system with which we must live for some time. Owner | 


and pilot, Arthur Godfrey; plane NIM, DC-3, with Day-Glo on nose, 


wing, tail. 
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NEW TWIN: MOST POWERFUL PER POUND 


Climbs faster on one engine than any other business twin 


. new high-performance twin is cruising in the sky 
t 213 m.p.h.! It’s the great new Cessna 310B—packing 
lore power per pound of weight than any other busi- 
ess twin. It can climb 415 feet per minute on one 
ngine while fully loaded with 5 passengers. 


lore advanced design is a major reason for the 310B’s 
igher performance. Tip-tanks channel air flow, in- 
rease control as well as speed. Flat engine nacelles 
re a mere 21 inches high, reduce air resistance, actu- 
lly add lift. Retractable landing gear, split-type flaps, 
road-span tail group, and two 240-h.p. Continental 
ngines increase speed, stability, safety. Advanced de- 
gn shows up again in Cessna’s new, quieter, larger 
i1terior—the revolutionary ‘‘Comfort-Sealed” cabin. 


Price of the new Cessna 310B: $59,950 f.a.f. Wichita. 
Call your Cessna dealer (Yellow Pages of phone book) 
or write CESSNA AIRCRAFT COMPANY, Dept. 5-27, 
Wichita, Kan. Inquire about Cessna Lease Plan. 


*World’s Best All-Around Light Twin— 
Winner of U.S.A.F. 
Light-Twin Competition 


GREAT CESSNAS <4 <Q <Q) <GB SKYLANE €Q THE COMPLETE AIR FLEET FOR EVERY BUSINESS NEED 
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Another in a series 
on aircraft operation 
and maintenance... 


and why major service 


organizations, like 
the world’s airlines, 
Use CHAMPION 
SPARK PLUGS. 
Noted aviation 


authority reports on 
LOCKHEED AIRCRAFT 
SERVICE... 


lhe LAS word 


by HERB FISHER 
International aviation authority, veteran test pilot, author 


Wocrteed Aircraft Service is the 
largest and oldest company in the 
world devoted to the maintenance, 
overhaul and modification of all air- 
craft types. Its facilities are said to 
be the most complete in the industry. 


Since its founding in 1938 as the 
service division of Lockheed Aircraft 
Co., LAS has processed more than 
55,000 aircraft — helicopters to 4- 
engine airliners, single-engine jets to 
10-engine bombers. 

Eleven years ago, Lockheed’s serv- 
ice division was incorporated as a 
separate but wholly owned subsidi- 
ary company—LAS—to provide even 
better service for Lockheed planes 
as well as independent service for all 
types of other aircraft. Today, LAS 
itself has two subsidiaries—LAS- 
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International and LAS-Overseas. 

The accumulated technical experi- 
ence of LAS is vested in four ultra- 
modern overhaul bases: at New York 
International; Oakland and Ontario, 
Calif., International Airports; and 
Honolulu Airport. 

LAS has pioneered complete en- 
gineering and manufacturing func- 
tions in several significant post-war 
developments: 

First Constellation and DC-6 con- 
version to high-density interiors . . 
The first U.S. military cycle- 
reconditioning program .. . First air- 
line fleet maintenance and overhaul on 
a fixed-price-per-flight-hour formula 
. .. First helicopter conversion to 
scheduled passenger service ... First 
major military jet maintenance pro- 


New 400-hour maintenance cycle for WV-2 Early Warning picket aircraft 
is performed at LAS-Honolulu, which has 27 shops. 


gram... First major airframe 4) 
version of radar picket aircraft) 
Maintenance and overhaul sup? 
of airline and military fleets onjj 
Berlin and Pacific Airlifts ... Hf 
B-26 conversion to executive aire 
Military and commercial aird 
serviced by LAS are flying in eH 
corner of the world—over all ocey 
deserts, jungles, the Antarctic. LAN 
follows up with world-wide techni 
assistance. LAS emergency te 
repair dama} 
aircraft at acci: 
sites anywhere. 
LAS’ custo# 
roster since 
war has embrai 
almost every | 
jor internatict 
air carrier fly 
into the Uni 
States, as well 
major U.S. domestic carriers and] 
Air Force and Navy, including | 
entire East Coast fleets of Airbe 
Early Warning aircraft. Overs¢ 
LAS-O has assisted Japan in md 
aircraft and jet-engine overhaul 4 
grams, plus manufacture of 
trainers. A current technical as 
ance and materiel program invol 
Japan’s 22-million-dollar manui 
turing of anti-sub patrol aircraft. | 
In World War II, LAS opera 
seven major overhaul and modif| 
tion installations, repairing 22, 
battle-damaged craft alone plus m¢ 
fying and servicing thousands. 
others. | 
In the Korean War, LAS modii 
and rebuilt hundreds of planes. 
This extensive variation in aire 


| 
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Herb Fisher 


Navy P2V-7 is modified at LAS-Ontario for 100-below ''Operation Deep Freeze" in Antarctica. 


‘customers is testimony to the 
ompany’s experience level and the 
eady adaptation of its personnel and 
acilities to individual maintenance 
equirements. In this, the Champion 
spark Plug plays a vital dual role: 


First, LAS services a great many 
f the major airlines of the world. Jn 
heir exhaustive flight evaluations of 
very available spark plug, the airlines 


isher (I) interviews LAS President J. Kenneth Hull 
-) and W. J. Weisbruch, Acting Plant Superintendent. 


ave repeatedly proved that Cham- 
ions are best for reliability, service, 
conomy. All the major airlines of the 
world fly with Champions. 

Second, as LAS President J. Ken- 
eth Hull told me: ““At LAS we must 
ouple diversified know-how with 
nly the finest first-line quality prod- 
cts in order to maintain our record 
f on-schedule deliveries of airworthy 
ircraft.”’ 
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Foreign and domestic commercial planes plus U.S. military air- 
craft are serviced at LAS-I, New York International, largest East 
Coast independent maintenance facility. 


LAS-I Base Manager, said: “Our 
customers depend on the finest quality 
plugs for peak engine performance 
throughout a wide heat range, whether 
operating in dry desert heat, jungle 
humidity or severe Arctic cold.” 


Paul Kovac, Senior LAS-I Power- 
plant Engineer, said: ‘Plugs may be 
affected by anything that goes wrong 
with an engine. If a plug is out of heat 
range, if it has a tendency to pre- 
ignite or foul, schedule delays will 
follow. Champions have proven their 
excellent quality control on our test- 
and flight-lines. They’re mechanically 
strong and do not experience core 
nose ceramic failures. We’ve found 
Champion a quality standard in an 
industry that knows high standards.” 


LAS’ unique service program: — 
Equalized Maintenance, Aircraft 
Rotation, planned spare-parts inven- 
tory and fixed-price-per-flight-hour 
formula—assures commercial and 
military operators maximum flight 
utilization through minimum ground 
time. The LAS Equalized Mainte- 
nance plan was applied to Early 
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from traditional mili- 
tary maintenance pro- 
grams, to provide the 
USAF with higher utili- 
zation and operational 
flexibility. 

Among Lockheed’s 
earliest service jobs 
were modifications for 
such aviation greats as 
Amelia Earhart, Lind- 
bergh, Sir Hubert Wil- 
kins. Recently, LAS 
“‘royalized”’ a plane for 
His Majesty Haile 
Selassie, Emperor of Ethiopia, by 
installation of luxurious movable 
compartments—one of the most 
unusual conversion jobs in air trans- 
port history. 


CHAMPION SPARK PLUG CO. 
TOLEDO 1, OHIO 
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J. L. Pete" Peters (I), Flight Line Dept. Head, recom- 
mends Champions for cars and planes. His Champion- 
fired Thunderbird won 35 trophies. Pilot is Capt. 
Edward Schank, LAS-USAF Acceptance Officer. 
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Editorial 


THE SILVER LINING 


Despite the recession affecting most American industries, including aviatio 
there is a very rosy hue to the general aviation picture in mid 1958. 

More than 92,000 civil aircraft, excluding commercial operations are registered 
with the CAA. 

The growth of aircraft utilization in general aviation has not been muck 
affected during the last eighteen months of depressed business conditions. Generak 
aviation bought almost as many new airplanes in the first quarter of 1958 as ar 
operated by all domestic and international scheduled airlines—1,659 to be exact 

A recent control tower count of a cross section of airports shows that generak 
aviation accounts for almost twice as many movements as do scheduled airline 

Pilot certificates are steadily increasing. There was a little more than sixt 
per cent increase in all classes of pilot certificates issued during the first si 
months of 1957 over a comparable period of 1956. 

While American business owns and operates approximately 26.000 of th 
92,000 registered civil airplanes, it is certainly true that a much greater numbe# 
of aircraft listed as private are also used in business enterprise. It is equally truey 
too, that 26,000 business airplanes fly more hours than the balance of the genera 
aircraft fleet. Most of these hours are under all-weather conditions and the pasi 
senger fatality rate for 100,000 hours of business flying is 1.12 compared with ¢ 
scheduled airline passenger fatality rate of 3.78 per 100,000 hours. 

The Senate has just passed legislation authorizing an emergency fund of $75 
million for civil airport construction. Starting with 1959, there will be available 
in the annual Federal Airport Development Fund $100 million. This money wil 
be used to match local funds in airport construction. Here is another constructive 
step tending to insure aviation’s future even though it did not have the suppor 
of the Department of Commerce which is charged with the responsibility of e 
panding American transportation. 

In the face of generally depressed economic conditions and in the face of what 
is chaotic and, it is hoped, a transitional air traffic control problem, such progres# 
certainly shows the ascending potential general aviation. 

When economic adjustments are made and business has its feet on firmet 
ground, we can expect an even sharper upward trend in general aviation. 

The establishment of independent Federal Aviation Agency sponsored by 
Senator Mike Monroney and Congressman Oren Harris, may be effected ahea¢ 
of preliminary planning. General Elwood Quesada was not scheduled to submi 
a plan for such an independent Federal Aviation Agency until January, 1959 
When this Agency comes into being and authority is given to one responsiblal 
agency to control the air space, all aviation can look forward to better days. Wit! 
such an Agency there should not be any more TACAN fiascos involving the taxh 
payers in hundreds of millions of dollars in needless taxes as well as our Governt 
ment’s embarrassment with more than sixty countries in the Free World who ar¢ 
objecting to junking VOR/DME. There should be no more military grabs of air} 
space nor violation of common sense control of military aircraft using civil ail 
lanes. 

The silver linings of the clouds that have hung over civil aviation these pas} 
few years truly seems to be showing around the edges. 
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NUMBER ELEVEN COMING UP 


It’s about twelve to Eleven—it’s about twelve weeks until the Eleventh NBAA 
Annual Forum. | 
The scene is historic Philadelphia. The place, the Bellevue Stratford Hote 
The dates, September 22, 23 and 24, 1956. Incidentally, the National Associatio 
of State Aviation Officials will start its three day meeting at Philadelphia, at the 
same Hotel, on the last day of NBAA’s Meeting, September 24. 


It’s time to be talking to the Boss about arranging to attend the Eleventl 
Annual Forum. | 
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_§. FIBERTHIN°— MINIMUM WEIGHT. ..NON-ABSORBENT...STOWS AWAY COMPACTLY 


ere is an all-weather protective covering that can’t be matched for use in the aircraft field. U.S. Fiberthin is 
remarkably light protective fabric yet it is far superior in tear strength. Woven of ribbon-like threads of durable 
/lon, coated with vinyl or neoprene, this modern covering fabric will not absorb water. It protects against rain, 
10W and sleet...stands up under gale-force winds. Extra light and easy to handle...stows away neatly in your 
ane. Available in a range of colors. U. S. Fiberthin also provides perfect protection for shipping airplane parts 
as shown in the photo of the motor cover above. Ask your supplier for U.S. Fiberthin...or write for information. 


U.S. Fiberthin Air Seal jet engine cover shown in photo above fabricated for 
Boeing Airplane Co. by Seattle Tent & Awning Co., Seattle, Washington 


United States Rubber 


Stoughton, Wisconsin 


Circle No. 5 on Reader Service Card 


WAYS » JULY 1958 


NBAA .. . Directors Notes 


McDonnell’s four-jet answer to Lock- 
heed’s JETSTAR was shown to NBAA 
on a recent visit to the St. Louis factory. 

Looking like a cut-down version of 
the Boeing 707, the McDonnell 119 has 
been kept under wraps and previously 
shown only to the Air Force. 

If you wonder about the close-to-the 
ground engine pods and how ingestion 
of nuts, bolts, and other runway debris 
is prevented . . . McDonnell has a 
unique answer in a high compression air 
jet that blasts foreign material away 
from the “suck-in” end of the engines. 
Projected performance details are still 
confidential—but we can say this... 
Lockheed’s JETSTAR has a_ worthy 
competitor. 

x * * 

At Long Beach Airport, Calif., Me- 
morial Day, the Douglas DC-8 made its 
first flight. Scott Miller, AiResearch’s 
customer relations manager, and Jim 
Dyerly, Chief Pilot, McCulloch Motors, 
saw to it that yrs. truly had a front 
row seat to watch the initial take-off. 

3,200 feet of runway were all that 
was used as the DC-8, grossing 198,500 
pounds, was eased into the air by 
A. G. Heimerdinger, Douglas test pilot. 


ise 344 


At the invitation of Monsanto Chemi- 
cal Co., the Board of Directors held the 
May Board Meeting in St. Louis. The 
Board at this time wishes to express 
their appreciation for the most delight- 
ful “social hour” and delicious buffet 
supper held at the Holiday Inn. Those 
present for the Board Meeting: Joseph 
B. Burns, NBAA Pres., representing 
The Fuller Brush Co.; E. M. Beattie, 
General Electric Co.; B. J. Bergesen, 
Ford Motor Co.; Ralph E. Piper, Mon- 
santo Chemical Co.; H. W. Boggess, 
Sinclair Refining Co.; Jim Ketner, Jr., 
Texas Eastern Transmission Corp.; 
also, your Executive Director, Wm. K. 
Lawton. 

Membership applications approved at 
the meeting, and A WELCOME TO 
NBAA MEMBERSHIP, were: Mrs. 
R. R. M. CARPENTER, New Castle, 
Del., operating Beech D18S, maintained 
and flown by Air Service, Inc., Fixed 
Base Aviation. John McC. Morgan, 
Pres. is NBAA Rep. and Chief Pilot; 
ONTARIO PAPER COMPANY LIM- 
ITED (Subsidiary of TRIBUNE COM- 
PANY, Chicago, Illinois), Newsprint 
Mfgr., operating DC-3 and Grumman 
Mallard. E. B. McGraw, Asst. to Pres., 
is NBAA Rep., executive in charge of 
aviation activities, and F. W. Hotson, 
is Chief Pilot; WESLEY WEST IN- 
DUSTRIES, Houston, Texas, oil pro- 
duction, operating DC-3, Beech Bonan- 
za and Piper J-3. Ray E. Goodwin is 
Chief Pilot. (REGULAR MEMBER- 
SHIP) 

GENERAL PRECISION LABORA- 
TORY INC., Pleasantville, N.Y., Dop- 
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The P&W J-57 turbojet engines at take- 
off trailed huge clouds of black smoke 
which, if this is standard carbon output, 
could cause a real louse-up at times 
when airport visibility is marginal. 

x x * 

Also got a show-through of North 
American’s mock-up of their Sabreliner, 
twin-jet utility trainer-transport which 
is up for Air Force evaluation. Cockpit 
has remarkable visibility. Ship will 
have 1,200 Nautical mile range with 
2 crew, 4 passengers, baggage and 
cruising speed of 436 knots at 41,000 
feet. Commercial price tag, if and when 
available to business aircraft owners, 
around $350,000. Al Smith, NAA’s 
customer relations, points out that this 
is an “iffy” price tag—and could go 
down depending on military orders. 

If you are in the LAX area—it’s 
worth a trip over to NAA to see this one. 

* * *% 

Washington scene: Federal Aviation 
Agency Bills, introduced by Senator 
A. S. Mike Monroney and Representa- 
from under the Department of Com- 
the Maryland Capital-National Guard 
Tragedy, will pull present CAA out 
tive Oren Harris on the day following 


pler automatic air navigation equip- 
ment, airborne NAV computers, record- 
ers, airborne TV systems, operating 
Twin Beechcraft and DC-3. L. R. Chap- 
man, Asst. to V. P., is NBAA Rep. and 
executive in charge of aviation activi- 
ties. Harry J. Bailey is Chief Pilot; 
HEUSSLER AVIATION, Buffalo, N.Y., 
executive aviation, aircraft leasing and 
helicopters. Jack B. Prior, Chief Pilot, 
NBAA Rep. and executive in charge of 
aviation activities, operating DC-3 and 
Bell 47G2; NATIONAL AERO SERV- 
ICE, INC., Chicago, IIl., fixed base op- 
erator, storage and servicing of execu- 
tive aircraft and commercial air lines, 
Lloyd R. Miller, Serv. Mgr., is NBAA 
Rep. and Chief Pilot. Chas. E. Cessna, 
Pres., is executive in charge of aviation 
activities; ROLLS-ROYCE, INC., New 
York, aero engine sales and service, 
Ted Wayne, Asst. Sales Mer., is NBAA 
Rep., and R. M. Kendall, Director, is 
executive in charge of aviation activi- 
ties. (ASSOCIATE MEMBERSHIP) 

In keeping with Section 1, Article 
111 of NBAA’s By-Laws, the Annual 
Business Membership Meeting for the 
election of directors and for the trans- 
action of such business as may properly 
come before the meeting will be held on 
the first Thursday in September, and, 
in keeping with Section 4 of Article IV 
the Board appointed the Nominating 
Committee consisting of Bob Bergesen, 
Ford Motor Co., as Chairman; Jim Ket- 
ner, Texas Eastern Transmission Corp., 
and E. M. Beattie, General Electric, as 
members. 

The Awards Committee was also ap- 


merce and establish it as an in 
pendent agency. CAB, with economy 
and regulatory-making supervisloy 
will remain under Commerce. 

Hearings on the bill, held last month 
plus speedy Congressional action sho 
see the FAA legislated into being b¢ 
fore end of summer. 

%* * * 

All business aircraft pilots are urge 
to cooperate in filing IFR flight planj 
regardless of weather, along all Feder: 
Airways when their flight plan ca 
for altitudes of 10,000 feet and abovy 
At recent NBAA Board of Directo» 
meeting, invitation from Stuart Tiptow 
Air Transport Association Head, we 
read which invited business aircraft 
cooperation in the above-10,000 prq 
gram which is in effect on July Ist. 

NBAA President Joseph B. Bur 
and the Board unanimously agreed the 
with the new Federal rule making an} 
with the compliance of military aircrak 
with stricter IFR procedures, the bus 
ness aircraft owner, pilot and passew 
gers now can have a greater degree | 
en route safety than ever before at t 
higher altitudes. 

Bill Lawto 


, 


pointed consisting of Gerard J. tl 
International Harvester Co., as Chai 
man; and Henry W. Boggess, Sinclai 
Refining Co., and Ralph E. Piper, Me i 
santo Chemical Co., as members. 

The Program Committee was aj 
pointed, consisting of John H. Winar 
Sprague Electric Co., as Chairman 
Walter C. Pague, ARMCO Steel Core} 
and C. F. Zimmerman, Continental © 
Co., as members. | 

SEPTEMBER 22, 23, 24, 195% 
NBAA’s llth ANNUAL CONVEM 
TION — BELLEVUE STRATFOR} 
HOTEL, PHILADELPHIA, PA. 

With the ever growing importance 
air traffic control, KUDOS to the fe 
lowing NBAA members carrying ti 
ball on various ATC Advisory Sut 
committees around the nation ap) 
advising Dick Groux at National Head 
quarters of local problems. E. M. Beas 
tie (GE), R. G. Rickner (U. S. Indus 
tries) -NEW YORK; W. H. Dameroy 
Jr. (Sears, Roebuck & Co.) —ATLAN 
TA; James M. Richter (Columbia 
Geneva Steel), Arthur E. Walke 
(Standard Oil of Calif) -OAKLAND 


John H. Winant, W. R. Benedett 
(Sprague Electric), Horace Woot 
(Gillette) —BOSTON; John Carrol 


(Youngstown Airways)—CLEVELAND 
Scotty E. Miller (AiResearch)—LO§ 
ANGELES; John Hall (Youngstow 
Airways)—PITTSBURGH;; W. E. Hi 
ton (Chrysler), R. J. Hixson and T, P 
Van Siever (Ford), C. D. Cunninghani 
(GMC), D. R. Anderson (Anderso 
Aircraft Radio) —DETROIT. Location 
(Continued on page 47, 
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Flying Cattleman Likes SAC Cessna Service 


W. R. (Bob) GODDARD 
ENDORSES FLAT RATE 
SYSTEM FOR “310” 


W. R. (Bob) Goddard knows 
the best in ranches, oil wells, and 
airplane service, having invested 
successfully in each. He pilots a 
Cessna 310 to cover interests 
throughout the southwest, a 
favorite destination being his 
great cattle spread in the “Here- 
ford Heaven” section of south 
central Oklahoma. 


Booted Bob is pictured in 
discussion with Earl Webb, 
Southwest Airmotive service sales 
manager. The topic is SAC’s new 
Flat Rate Catalog, a page of 
which lists overhaul prices for 
the Cessna 310—airframe, 
engine, accessories, propellers, 
and instruments. Bob Goddard 
not only knows the best in Cessna 
service, he consistently gets the 
best at Southwest Airmotive and 
endorses SAC’s flat rate way of 
doing things. 


By the way, that table in the 

middle of the ramp isn’t so far- 

fetched. It symbolizes the fact 

e . that wherever you are, and what- 

Southwest = Airmotive Co. ser tie size or type of your 

LOVE FIELD, DALLAS airplane — large or small — 

DISTRIBUTION DIVISIONS: KANSAS CITY ¢@ DENVER Southwest Airmotive will make 

1932 Se peceeauane ska 1958 it convenient and economical for 

you to enjoy the finest One Stop 
Service in all America. 
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AM mS 
UNION OIL COMPANY OF CALIFORNIA 


Put a Smile 
in Your Flying 


The yee 


QUsTeO 


INCARPORATED 
SPECIALISTS IN 


QUALITY 
CUSTOM EXECUTIVE AND 
AIRLINE RADIO AND 
RADAR SYSTEMS 


¢ ENGINEERING 
¢ INSTALLATION 
¢ MAINTENANCE 


e SALES 
A.R.C. 
BENDIX 
COLLINS 
DARE 
FLITE-TRONICS 
NARCO 
RCA 
SPERRY 
WILCOX 
WRIGHT 


Quality 
MEANS 


QUMITAW 


INCORPORATED 


LOCKHEED AIR TERMINAL 
2945 HOLLYWOOD WAY 
BURBANK, CALIF, 


ST 7-5963 ST 7-9472 
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Aviation Roundup 
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HIGH DENSITY AIR NAVIGATION (HIDAN) airborne system will sim 
plify air traffic control, reduce collision hazard, according to General Precisio} 
Equipment Corp. Press demonstration in DC-3. The method “provides mea i} 
for fully implementing the new traffic control methods being developed by thif 
Airways Modernization Board.” HIDAN has two parts: Radan automatic navi 
gator and an aircraft position indicator. If pilot gets off course, instrument 
show what must be done to return to plan. Availability: March, 1959. Cost 
$75,000, in limited scale production, for dual installation. 


Te Keen 


READING AVIATION’S ANNUAL MAINTENANCE-OPERATIONS MEE i} 
ING named National Distillers and Chemical (NBAA member) Corp.’s Lock 
heed PV-1 “Flagship of the U.S. Industrial Fleet.” Chief pilot is Harold Curtis} 


* * * 
REMINDER THAT SWITCH TO GREENWICH MEAN TIME (“Zebr}} 


time”) by all CAA facilities took place last month does not require use by) 
general aviation. Both in air-ground contacts with non-airline civil aircraft ang} 
weather service broadcasts, CAA facilities should include appropriate stan 
times. Use of Zebra time by business aircraft crews where practicable will savil 
conversion and expedite handling, especially on IFR plan flights. 


* * * 
HIGH VISIBILITY PAINT TO MARK CAA PLANES ordered by James 


Pyle, Civil Aeronautics Administrator. CAA’s 92 aircraft getting design ap}} 
proved by Air Coordinating Committee in conjunction with program ordered) 
by President Eisenhower to take all possible steps to solve air safety problems 
* * * 

NEW LEAR ADF TRANSDUCER enables any non-directional, low-frequene} 
transmitter to be used as omnirange facility, announces W. P. Lear, board chat+}j 
man. Transducer weighs less than 2 lbs, can be applied to any make automati#} 
direction finder used in conjunction with “LIFE” (Lear Integrated Flight Equip 
ment, see Skyways, June, page 13). With combined equipment, pilots can fh 
a radial inbound or outbound on non-directional, low-frequency stations. Using} 
such transmitters as directional references for automatic flight can be importanf 
to flying safety in certain areas, says Lear. 


Ke Kk 


ELECTED PRESIDENT OF AMERICAN ASSN. OF AIRPORT EXECU\ 
TIVES, Henry P. Julliard of Louisville, Ky., at 31st annual convention held ab 


Fresno, Calif. 500 airport managers from all parts of U.S. attended meeting. || 
* * * 
AIRCRAFT INDUSTRIES ASSN. reports the X-ray techniques have moved 


on to the flight line, providing new methods of avoiding costly overhauls, as welll 
as to add safety factors. X-rays give certain warning of a possible failure long} 


: : ; | 
ure after exposure to flying stresses and strains, such as the impact of constan#} 
landings. Pictures are taken just as medical X-rays. 


* * * 
PIPER COMANCHE “250,” with a 250 hp direct-drive Lycoming eng a 


now in production. Plane has exceptionally low weight per hp ratio with f 
service ceiling of 20,000 ft and gross allowable weight increased to 2800 Ibs 
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WUARD AGAINST THE DANGER 
OF MID-AIR COLLISION! 


t is a fair estimate that there are between 10 and 
5 “near misses’ everyday over the continental 


S. —Mid-air Collision Symposium 
OLD ® “‘Safety-Sight” Fluorescent Colors protect you against 
re two main causes of mid-air collision and ‘“‘near-misses”’! 


1. LACK OF COLOR CONTRAST IN 
REGULAR PAINT 


BOLD® “Safety-Sight” colors are extremely high contrast 
colors. On cloudy days, at dawn, at dusk, these amazingly 
brilliant colors make your plane stand out sharply, even at 
distances of over 10 miles for smaller aircraft. 


2. HIGH ALTITUDE MYOPIA 

BOLD® “‘Safety-Sight” Fluorescent Colors can actually be 
“sensed” before they are seen, especially at higher altitudes 
when pilot vision is subject to nearsightedness. BOLD® ‘“‘Safety- 
Sight’ Fluorescent Colors are easy to see even with periph- 
» eral vision! 

OLD® “Safety-Sight” Fluorescent Colors have been tested by 
1e USAF and are used at numerous bases both for aircraft mark- 
igs (especially on training planes) and to outline warm-up, runway, 
ad test areas on the field. 


OLD ® “‘Safety-Sight” Fluorescent Colors are inexpensive to apply 
ad maintain . . . last for months! 


‘ise BOLD® “‘Safety-Sight’? Colors to make runway cones, field 
oundary markers, and tower and hangar installations “‘pop-out”’ 
om surrounding terrain. 

Lawter Chemicals, Inc.,has pioneered in the formulation of qual- 
y fluorescent pigments since the early 1940’s and offers immediate 
yast-to-coast delivery from four conveniently located plants. 

These quality formulated fluorescent colors cost only pennies to 
pply over a white undercoat, the recommended method of secur- 


easily with brush, roller or spray can and perform best when used 
on wing tips, fuselage stripings and tail assembly stripings. They 
are also available in pressure sensitive sheets and rolls; 3, 6 and 
12 inch widths . . . $2.00 per sq. ft.( Aircraft Orange). 

These colors, when applied as directed, will afford high-contrast 
safety protection against mid-air collisions for periods up to 15 
months. 


SPECIAL INTRODUCTORY OFFER! AVIATION BOLD®KITS 
(With required White Primer, Aircraft Orange, and Clear Sealer.) 


KIT #200—200 sq. ft. $16.50, shipping weight 10 lbs. 


KIT #400—400 sq. ft. $32.00, shipping weight 20 lbs. 
KIT #800—800 sq. ft. $60.30, shipping weight 40 lbs. 
F.0O.B. Chicago 
ASK YOUR MECHANIC OR BASE MAINTENANCE 
MAN TODAY FOR BOLD® “SAFETY - SIGHT” 
FLUORESCENT COLORS, OR WRITE: 


LAWTER CHEMICALS, INC. 
3550 Touhy Avenue « Chicago 45, Illinois » AMbassador 2-8400 
Newark, N.J. and South Kearny, N.J., MArket 3-1405 
San Leandro, Calif., LOckhaven 9-3694 


Dealer Inquiries Invited 


ig highest possible fluorescent brilliance. They go on quickly, 
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Air Your Views 


Jear editor, 

We very much appreciate your permis- 
ion to reprint the article “A System for 
[racking With the ADF” by Captain 
sivens. 

Inclosed is a copy of the May issue which 
sontains the reprint of your article. 
Chomas J. Sabiston, Lt. Col., U.S. Army 
(Editor’s Note: As it appears in the U.S. 
Army Aviation Digest—“Captain O. B. 
3ivens is a pilot for Eastern Air Lines. 
Chis article first appeared in Skyways for 
3usiness under the title, “A Bearing Com- 
yarison Method of ADF Track Flying.” It 
was later reprinted by The Air Line Pilot 
nagazine.”) 

Jear sir, 

Skyways for Business is a publication 
hat all the executive pilots of the Phoenix 
irea read. We do maintenance and engine 
yverhaul for many company-owned aircraft, 
naking our office the gathering spot for 
Who has Done What for Which Company. 
Each pilot wants to be first when it comes 
o haying the latest equipment in his air- 
sraft, and sooner or later they discuss what 
he other company pilots have had done 
rom your “In the Business Hangar.” 
Alyce Decker 
Jan Decker Airmotive 
(Editor’s note: Thank you, Mrs. Decker.) 


Year Torch Lewis, 

Read your article in Skyways (May, p. 
2), and I am very pleased with the way 
‘ou handled the situation. I certainly wish 


OVA CAN Se J ULE Y Sl-9) 5.68 


there had been a few more articles written 
after the true facts had been ascertained as 
you did here. Most of the reports in the 
papers and even in the industry were sadly 
in error (re the Mike Todd crash). 
Anthony J. Ming, vice president 

Trade Ayer Co. 


Dear editor, 

I never joined the OX5 Club, but I keep 
reading about it in Skyways, so I might as 
well send in some biog on myself and be in. 

Commercial license No. 423. Learned to 
fly on Curtiss Seagull (OXX6) with Jack 
Tweed at New Haven Air Terminal. Owned 
ano good American Eagle with my brother, 
Later, owned a Travel Air OX5, then a 
Fairchild FC2. Operated Hutchison Flying 
School, Inc., at Bates Field, Mobile, Ala., 
until the recession (?) sucked it under, 
and I ended up on the right seat of Fords 
and Fokkers for TWA flying with such as 
Eddie Belande, Alton Parker, Bill Coyle, 
Marion Hoblit, Waldo Waterman. 

When FDR took over and TWA and 
everybody else cut back, I ended my career 
in commercial aviation. I’ve been with the 
film business since then, except for six 
years with the Navy during the war. 

Have been here for 18 months as Chief 
Advisor to the R.I. Government on films. 

Best regards to many old friends in OX5. 
Juan C. (Jack) Hutchison 
Louis deRochemont Associates, Inc, 
Djakarta, Indonesia 


Dear editor, 
In Skyways for this May, there is an 
article “Number Please” which states that 


“Public telephone service for airborne 
business . . . was initiated Sept. 15, 1957.” 
. . . Over ten years earlier it was used from 
the Atlas Sky Merchant cooperating with 
Illinois Bell, in fact all over the United 
States thru the ship to shore frequencies. 
In 1947 we made the first international 
calls from South America and in 1948 at 
points around the world. 

Besides the daily press, record can be 
found in the American Telephone and Tele- 
graph Co., New York. The Aero Digest in 
June 1950 had an article “Flying for World 
Business” which gave further details. 

Possibly the author knew this, but he 
leaves the impression that the current effort 
is new. Anyhow we found it was quite 
useful for business appointments as well 
as social. One outstanding example was, 
on an overnight flight between Australia 
and New Zealand I talked to the Secretary 
of Interior at Wellington while several 
hundred miles out of Auckland. At that 
time ship and air passage between the two 
countries was suspended, and yet here we 
were confirming that we would be in on 
time as set by a schedule during the year 
before. 

Edwin E. Aldrin 
Montclair, N.J. 


Dear Herb (Fisher), 

I read your very interesting article in the 
June issue of SKYWAYS describing the 
Lear integrated flight equipment. You have 
developed into quite a talented writer. Best 
regards, Cass 
George S. Cassidy, Brig. Gen., USAF 
Hq., Atlantic Division, MATS 


11 


BAYAIRE 


VIONICS 


INCORPORATED 


HANGAR 28 
OAKLAND AIRPORT 
OAKLAND, CALIFORNIA 


MOVED 


to larger quarters 


for improved 
Service » Sales « Installation 
ARC + Bendix Radio + Collins 
DARE « Flite-tronics + Lear 
Narco « Sperry + Wilcox * Wright 


ONE-STOP SERVICE 
for 


e RADIO 
e AIRCRAFT 
e ENGINES 


e ACCESSORIES 
OVERHAUL * MAINTENANCE 


VISIT OUR PILOT AND 
PASSENGER LOUNGE 


Bayalre 


VIONICS 


INCORPORATE O 
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Aviation Roundup 
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FRANK J. SAKSER, AIRPORT DIRECTOR PALM BEACH COUNTY 
advises the USAF has recently lifted its restriction on single-engine utilizatio 
of the Palm Beach International Airport at W. Palm Beach, Fla., in that he 
may now land for the purpose of clearing the Port of Entry facilities. Pilot 
must have on file a “Hold Harmless” AF Form 180 and have in their possession 
a properly signed AF Form 181 permit. For further information about this, corn 
tact SKYWAYS. 


KEK: 


ARTHUR WILSON POPE, JR., Chief Research Engineer of Waukesha Moto} 
Co., received the Horning Memorial Board Award during the Society of Auta 
motive Engineers Summer Meeting in Atlantic City, N.J. He was cited for hii 
more than 30 yrs of distinguished active service in the field of mutual aay 
tion of fuels and engines. 


* * * 


ALLEGHENY AIRLINES has recently marked one of its DC-3’s “a 
“Rocket Red” DAY-GLO paint. This is the first airline to test this high visibilit 
daylight fluorescent paint made by Switzer Bros. See SKYWAYS’ article: “Wil 
a Touch of Glo Avoid Accidents,” Dec. 1957, p. 46. See this issue, p. 13. | 


* * * 
NATIONAL CAR RENTAL SYSTEM announced campaign to continue | 


emphasize “Fly-Drive Plan” to stimulate awareness of flexibility of flying lon) 
distances, and picking up a rental car to get around at the destination, with cm 
credit available. National’s airport coverage doubled in 1957. 


KDA EK 


CONTRACTS AWARDED BY CAA to NBAA Members: Federal Tel Lat 
Nutley, N.J., $26,000 for 10 TACAN ramp test sets; Collins Radio, Ceda 
Rapids, la., $19,244 for 132 tube testers; Bendix Radio, Baltimore, Md., $15,16; 


Ke Xk aX, 


GENERAL ELECTRIC has developed a powerful airport beacon-lamp, pre) 
viding a beam clearly visible at 30,000 ft and from 30-miles away (clea 
weather), even in daylight. Present ones are only visible from 10,000 ft o! 
below. 


* * * | 

AIRWAYS MODERNIZATION BOARD’s James L. Anast, Deputy Technics 
Director, announced receipt of 14 proposals from industry for an experimenta 
communications system designed to improve future national air traffic contro 


Ke ook 


WHO’S NEW: Philip G. Cawrey appointed as Aircraft Sales Mer of Wester! 
Div AEROQUIP, Burbank, Calif... . AERO ELECTRONICA de MEXIC(¢ 
S.A. at International Airport, Mexico City, appointed NARCO Mexican Dis 
tributor . . . George McSherry, now Executive Director, Dade County Por 
Authority, Miami, Fla. . 


* * * 
DATELINES . . . July 27, 4th International Air Show, Bellingham Airport 
Wash. .. . Aug. 7, 8, 9, National Convention of OX5 Club, Hotel Statler, Lo 


Angeles, Calif. . . . Aug. 7, 8, Annual Conference, Western Region, America 
Society for Quality Control, El Cortez Hotel, San Diego, Calif, 
SKY WAYsS 
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‘YE-PLEASING VS. EYE-CATCHING is the issue when planning to 
nark with high-conspicuity paint. As experience is gained, aes- 


thetic as well as effective designs have evolved as on this Godfrey 


Productions (NBAA member) DC-3 at Teterboro, N.J. Airport. 


DECORATE FOR SAFETY! 


by Joseph Bush 


to the recent air collisions, there is no one in the indus- 
try who believes today that 100% control of all traffic is 
around the corner. Nor is there even a glimmer of hope that 
the famous “little black box” solution (anti-collision warner 
or avoidance system) is going to be with us for at least a 
few years. Nevertheless, the collision threat is growing faster 
with each passing day and summer is upon us with its sea- 
sonal traffic peaks. 

There is no insurance company that will or can sell a 
policy that will avert the possibility of a mid-air collision. 
It has been dramatically demonstrated not only that the 
“See and be Seen” technique is inadequate today, but also 
that it is the only method of collision avoidance available 
which can be applied to all airspace users everywhere. The 
main defect is in the quality of the normal, unaugmented 
human vision. The human eye, unassisted, is not adequate 
to the situation. 

There are several methods of improving this situation. At 
night it has been found that flashing lights of appropriate 
color and intensity can not only attract attention earlier but 
can be coded to facilitate interpretation of such factors as 
relative direction and speed. Some systems are almost as 
good in varying daylight conditions, but are comparatively 
expensive and heavy, not suited to all types of aircraft. 

High conspicuity, fluorescent paint for application to air- 
craft has been under investigation by the CAA for several 
years at TDEC, Indianapolis. Long before that, however, one 
company, the Switzer Bros. of Cleveland, Ohio, engaged in 
a program to develop a practical means of augmenting hu- 
man vision for detection and interpretation purposes. In 
World War II the Allies needed a safe and reliable way of 
locating and identifying their ground forces units to friendly 
aircraft. Often in battle, support aircraft were clobbering 


Do all the hysterical political and layman reaction 
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their own troops because of obsolete, inefficient means of 
visual signalling where radio communications techniques 
were unacceptable. Switzer Bros. answered with fluorescent 
colored panels that were easily distinguishable from above 
ten thousand feet. 

Post-war it was realized that application of the same 
development to other fields had great possibilities. The pur- 
pose of most advertising campaigns is to catch the buyer’s 
eye and then hit him with a message. High conspicuity paints 
and inks became one of the most successful sales boosters 
of all times. Their application spread into the safety field 
inevitably as manufacturers of sportswear such as hunting 
clothes and swim wear realized the eye-catching qualities. 

It was apparent early that as a means of making aircraft 
more conspicuous in flight, it was a safety must. But first 
attempts frequently ended in failure as the pigments rapidly 
faded from the inevitable exposure to sun and heavy weather, 
rain erosion, and just plain adhesion difficulties with air- 
craft exterior materials. 

The Day-Glo people deliberately withheld their product 
from general aviation distribution until they had the answers 
which merit them the credit for the first successful version 
of the high-conspicuity paint available on a large scale basis. 

For a person who has not been exposed to the effects of 
this new and vital safety technique. it is difficult to realize 
that there is in fact a four-fold increase in the “see-ability” 
of any aircraft properly marked with this material. 

Research has indicated that large square or circular areas 
are more effective than elongated or thin areas. Also, the 
greater the dispersion between such areas, the greater the 
conspicuity and ease of interpretation. 

There is ne insurance at any price that can reduce the 
statistical probability of mid-air confliction as the congestion 

(Continued on page 48 


NEW AAAE PRESIDENT, Henry P. Julliard, receives gavel 
from R. W. F. Schmidt, left, association’s past president. 


am going to speak briefly of the aims, objectives and 
| possibilities in the business aircraft field—an important 
segment of American business and becoming more so. 

What is the job of the Airport Executive? Basically to 
administer a sound. safe and eflicient program at your par- 
ticular airport. 


And then, secondly, it is public relations, in the sense ~ 


that you are the ambassadors for your community to the 
aviation world. And perhaps your third duty is that of plan- 
ning. You have got to know what is ahead, and be able to 
plan for it. If I may briefly give you some idea of the business 
aviation of tomorrow, then I will have accomplished my 
purpose. 

It might be interesting for you to know something about 
the National Business Aircraft Association, which was estab- 
lished 11 years ago by some of the larger corporations when 
they began to utilize aircraft in their business operations. 
They joined together for the same reason that you have an 
Association of Airport Executives; namely, to exchange. io 
protect. to plan. and to help its members, its segment of 
aviation. 

We. as do you and many other associations. try to benefit 
all aviation—as well as our own selfish interests. That is the 
principle upon which both our organizations are based. 

Who operates business aircraft? Are they large organiza- 
tions? Small ones? Little ones? First of all. out of the first 
100 largest corporations in the United States 91 operate busi- 
ness aircraft. These fairly substantial customers form the 
nucleus of the great advances that will be made in business 
utilizing this new mode of transportation to its fullest advan- 
tage. However. it isn’t just the large organizations that use 
aircraft. They use the larger aircraft but by no means all of 
them. 

I gave you a rather startling percentage of those first 100 
major corporations, but the percentages decline very rapidly 
after that. Business acceptance rate. that is the number of 
aircraft per 100 active corporations, is still only slightly 
over 1%. In other words, only about 1% now operate business 
aircraft. 

These statistics indicate there is a great potential in this 
business field. The realization of that potential lies in the 
fact that over the past five years, out of every eight aircraft 
added to the general aviation fleet. seven were either owned 
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AIRPORT 
and 


BUSINESS 
AVIATION 


A talk by Joseph B. Burns, President, NBAA, 


the 
| 

j 
before the American Assn. of Airport Executives | 
or operated by a company rather than an individual. Th! 
is a natural development since business transportation affor 
the greatest economic capability to purchase and effective} 
utilize an aircraft. 

We can appreciate some of the problems that you men 
the operation of airports will face. We are going to ha 
to have more airports, better airports, different classificatior 
and styles of airports. 

The CAA estimates the business aircraft fleet will increa 
50% within the next five years; and within the next deca: 
a growth from some 27,000 aircraft today to approximate! 
80,000 business aircraft. These increases will also refle 
significant improvements in performance and quality—whiq 
points up the need for better ground handling, maintenai 
equipment, ete. 

Business flying grew from 1.1 million hours in 1946 to 4 
million hours in 1955, approximately a fourfold increas 
Miles flown in business transportation grew even mo? 
rapidly from 122 million in 1946 to 628 million in 1955, mez) 
than a fivefold increase. In 1955, this category of generé 
aviation activity accounted for 45 percent of total gener: 


significantly from the standpoint of the future developme 
of general aviation, increased business flying accounted fd 
nearly 90 percent of the total growth in hours flown fres 
1952 through 1955 and about 85 percent of the growth i 
miles flown over the same period. 
By comparison, the number of United States aircraft er 
gaged in scheduled air transport picreacea 16% during 1956 
Active General Used for Busines 
Aviation Aircraft: Transportatio 
By Class: 
I Multiengine 
(9 place and over) 1,128 70% 790 (1 & IL) 
I! Multiengine | 
(under 9 place) 2.668 70% 1858 
III Single Engine 
(3 place and over) 25.503 56% 14.282 

IV Single Engine 


} 


(1 and 2 place) 31,907 26% 8,296 
VY Miscellaneous 2.263 5% 114. 
Total 63.853 25.350 


(Continued on page 42 
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IN-NEWMAN 
Suspended Cantilever 
HANGARS 


S. Patent No. 2,687,102 Night view of L. B. Smith’s new 80,000 square foot hangar at International Airport, Miami 


Florida. The clear span area is 360 feet long by 80 feet deep. Vertical clearance of 22 feet 


Every square foot of hangar space— 


a square foot of usable space 


Cantilever type construction means no obstruc- 
tions of any nature to interrupt the clear span 
space, providing perfect housing for the main- 
tenance and storage of aircraft. Enclosed space 
to the rear is spacious area for workshops, parts 
and office facilities. 

This advance design is the result of 17 years 
experience in building several hundred hangars, 
of all sizes and types, which have withstood the 


most exacting load forces of every area—from 
the heaviest snow loads of the north and east, 
to the hurricane wind forces of the coast and 
the earthquake shock loads of the west. 

Consult us before you build a hangar of any 
size, as this new modern cantilever type build- 
ing can be constructed to your exact needs and 
in most cases will cost no more than older fixed 
span or limited clearance designs. 


Call, write or wire us for information 


ngle Cantilever @ Any Height 


yuble Cantilever @ Any Length 


cing Cantilever : ati @ Any Depth 
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your cross-country memory 


name this airport? 


Clue: The New England city it serves is the 
home of a famous Ivy League university. 


Now test your aviation-oil memory: Do 
you remember these important reasons why 
Gulf oils are better for your engine? 


1. In addition to providing efficient, thorough 
lubrication, Gulf Aviation oils help keep engines 
clean—and safe! 
2. Gulf-clean engines can go longer between 
overhauls, because there’s less wear and tear 
on engine parts. 

Choose either Gulfpride Aviation Oil Series D, 


the detergent oil, or Gulf Aircraft Engine Oil, 
the straight mineral oil. Both keep your en- 
gines Gulf-clean and safe. 

The airport? You Yale men will recognize it 
as New Haven Municipal Airport, located four 
miles southeast of New Haven, Conn. It has 
two paved runways—the longest, 4,768 ft. 

Here you’ll find Gulf Aviation products and 
friendly, efficient service under supervision of 
Jack Usher, president, Usher Aviation, Inc. 


G 


Fly safely with a nel 


WORLD'S Finest moron O! 


AVIATION 


Gulf-clean engine wag 


AVIATION PRODUCTS 
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he company plane may be dispatched according to the 
+ status of the man within the company .. . or according 
o the importance of the man’s mission (regardless of who 
e is). Each has its proper place. Sending the man who 
nows which screw to turn may mean the difference between 
production line which runs and one which doesn’t. Yet 
ere is another side to the story. 

A great many companies use their aircraft for routine 
ansportation of Executives. The question here is: “Where 
does this privilege end?” The problem of “Authority to 
request” is also quite different from “Permission to fly.” 
Company policy may permit any employee to fly (once the 
trip has been made-up) yet this person may not have 
“Authority to request.” The specific problem lies in setting 
up a priority policy based on a sound principle. 

There is some fairly strong argument that this question 
ought to be solved according to the company wage structure. 
Not for any reasons of prestige or importance, but because 
this method offers maximum benefit to the company. A busi- 
ness aircraft saves considerable time . . . man-hours of Execu- 
tive-time which can amount to a staggering sum over the 
period of a year. Industrial Engineers, commonly called 
“Efficiency Experts,” solve this type of problem by multiply- 
ing the amount of time-saved by the value of the passenger’s 
time. This answer must of course be multiplied again by the 
number of people involved. 
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e How important does a man have to be before he 
has priority for using the company plane? 

@ How far down (within the company structure) 
should priority rights extend? 

e Or should the answer rest solely on the im- 
portance of the man’s “mission” ? 


WHO HAS PRIORITY TO THE 
COMPANY PLANE? 


by Robert K. Polson 


lf we disregarded the amount of time-saved, and multiplied 
the number of passengers by the value of their time, we 
would have the total value of time which is now exposed to 
that unknown amount of time-saved. Since all these factors 
are multiplied together, constant exposure is the same thing 
as constant benefit. (A passenger load of 2 men who are paid 
$20 an hour represents the same benefit as a passenger load 
of 4 men who are paid $10 an hour.) 

Inasmuch as the aircraft cannot save time until it begins 
to move, this passenger load expressed in dollars is really 
exposure-per-mile. In order to get the total exposure for the 
flight, you must multiply by the mileage involved, or . . 
Total Exposure = Passengers X Wages X Miles 
Over a distance of 200 miles, both examples above would 
produce 8,000 units of exposure. The introduction of mileage 
into the formula merely insures that the utilization is the 
same in both examples (unequal utilization = unequal 
benefit) . 

Since we multiplied all three factors together in the for- 
mula, the exact order of multiplication will not change the 
final answer, and you could just as well say... 

Total Exposure = Passengers < Miles X Wages 

We now have Passenger-Mile-Dollars. With this unit of 
measurement, you can chart the rise and fall of potential 
benefit within your company. 

By dividing the company wage (Continued on page 44) 
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UNDIVIDED ATTENTION is given B. C. 
Fisher, Neutronic, by George Pomeroy (r). 


SPARK PLUG AND IGNITION 


Operational Characteristics Discussed By Leaders and Users 


Part 1 of SKYWAYS’ Round 
Table (see page 15, June issue) 
described pertinent important 
thoughts concerning: Fuel Addi- 
tives, Fouling Characteristics, 
Cleaning of Plugs, and Combus- 
tion, as put forth by industry lead- 
ers. Led by William S. Campbell, 
asst service mgr., Scintilla Div., 
Bendix Aviation, as moderator, 
Part 2 continues. 


Campbell, mod.: We'll start with: 
Heat Ranges 

Smith: Heat range is all important as 
far as a spark plug for an engine is 
concerned. Paul Kovac brought out a 
very important point when he mentioned 
the use of thermocouple spark plugs 
to determine what plug shall go into 
an engine. The choice of spark plug for 
a particular engine used to be pretty 
much a matter of trial and error. The 
engine manufacturer during his initial 
testing of the engine would put a spark 
plug in the engine which seemed best 
for the conditions under which the test 
was run. In service that plug might not 
be the one required, and changes had 
to be made after the actual operating 
conditions had been determined. The 
thermocouple spark plug is a plug that 
the engine and spark plug manufac- 
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LISTENING, Hermann Waker, Robt. McClin- 
tock, E. Paul Kovac, William Campbell. 


PART 2 


turers have been developing over a 
period of seyeral years. 

It incorporates a thermocouple at 
various points inside the spark plug on 
the electrode so that the actual tempera- 
ture at which that part of the plug is 
operating can be accurately measured. 
Using these thermocouple plugs, we 
can get a much better picture of what 
the plug is doing in the engine. We can 
do a lot more, and actually reach the 
ultimate, if we make thermocouple 
spark plug tests in an airplane in active 
service. Then we know just exactly what 
is happening, and you can tailor a spark 
plug to those conditions. 

Haxby: Since fouling comes partially 
from deposits, then, from the deposits’ 
standpoint, heat range is also very im- 
portant. A spark plug accumulates 
deposits on the nose and other sections. 
The deposits don’t bother anything if 
their resistance remains high. Chemi- 
cally it is known that the deposits’ re- 
sistance is governed by what the deposit 
is and by temperature. As the tempera- 
ture of the lead oxy-bromide deposits is 
increased, their resistance goes down, 
and they become conductors. You must 
use plugs of a heat range that either will 
not accumulate deposits or, if they do 
accumulate deposits, will keep them at 
a temperature below that at which they 
become conductors and allow shorting. 
The other approach, already mentioned, 
is the chemical approach, the use of 
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the TCP additive in which we actually 
modify the deposits so that we change 
resistance characteristics versus tem 
perature. A higher deposit temperatur: 
can be attained when using TCP before 
it begins to become conductors. 
Robert McClintock (Scintilla Div. 
Bendix): We know that in excessiv 
idling we get a great deal of foul: 
ing. Yet, you have identical airplanes. 
and one fellow says he does not have 
the problem. He uses the same engine: 
the same plans. Is the answer that 
carburetor and head temperatures, ete.. 
must be maintained to help solve lead 
fouling? | 
Anderson: That is what I was driv- 
ing at when I mentioned the fact that 
we feel there is a responsibility on our 
part as a spark plug manufacturer tc 
develop, if possible, plugs with better 
anti-fouling characteristics. The mar 
operating his airplane does not have th 
intimate knowledge mechanically of 
what he should do, or what he can de 
to give those added protections that 
the airlines are able to train their op. 
erating crews to accomplish. 

There is a need on our part to bolste: 
the ability of the spark plug to accept 
the operational variable without getting 
in trouble. We also have the need of 
educating mechanics to set proper idle 
mixtures for added fouling protection 
There is a tendency to set idle mixtures 
on the rich side . . . the engine is les: 
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Flying Teamwork at its Best 


THE ARC COURSE DIRECTOR WITH 15-E OMNIRANGE RECEIVERS 


OMNI/LOC RECEIVERS °¢ 
UHF AND VHF RECEIVERS AND TRANSMITTERS (5 TO 360 CHANNELS) 
10-CHANNEL ISOLATION AMPLIFIERS * OMNIRANGE SIGNAL GENERATORS AND STANDARD COURSE CHECKERS ° 


key VAY S ° 


Ancient Greeks believed that Helios, the sun god, carried 
the sun around the earth daily in a horse-drawn chariot. 
Navigation is a more precise science today, with hundreds 
of pilots using ARC’s Course Director. 


To be sure of the exact headings required to intercept and 
fly any desired VOR radial or runway localizer, pilots no 
longer need to perform exacting mental calculations. ARC’s 
Course Director, teamed with single or dual omnirange re- 
ceivers, relieves the pilot of many problems — does most of 
his work...tells him when he is heading right. No more men- 
tal intercept calculations, or step-by-step changes in heading 
to determine proper cross-wind correction: The chances of 
a safe approach and landing are materially increased, 


Dependable Airborne Electronic Equipment Since 1928 


ircraft Qadio Corporation soonton, n. J. 


COURSE DIRECTORS 
INTERPHONE AMPLIFIERS °¢ 


MINIATURIZED AUTOMATIC DIRECTION FINDERS ° 


To fly a desired VOR track, simply select the VOR station, 
set the course director to the angle of the desired track, 
and turn the aircraft until the vertical needle of the cross- 
pointer is centered. Then steer to keep the needle centered. 
The aircraft will intercept the selected track and follow it. 
Wind drift is no problem, as a computer compensates for 
this automatically. 


Here is precision flying ... simplified navigation, engineered 
and built to perform dependably. Ask your dealer to install 
the ARC CD-1, along with a dual installation of ARC’s Type 
15 VOR equipment. They work as a team to provide you 
with greater flight safety. ARC’s 30 years of experience sole- 
ly in airborne electronics assures you of this, 
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HIGH POWERED CABIN AUDIO AMPLIFIERS 
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apt to die. The amount of carbon de- 
posits that will form on the plug core 
nose is directly in ratio to the amount 
present in the combustion charge and 
when idling with low plug temperatures, 
carbon material will build a very ad- 
verse deposit. If you reduce the amount 
of carbon present with a proper idle 
mixture setting, then there is going to 
be less spark plug fouling. All of those 
things go together. There is an added 
operating problem with the helicopter 
engine when it runs at high rpm and 
low manifold pressure. Vacuum in the 
manifold drags oil by the intake guides 
and piston rings, and this is carbon 
fouling material. A spark plug must 
live under these conditions. Those are 
some of the things we have to fight op- 
erationally and design against if 
possible. 


Gap of Plugs 


Campbell: How about the engine manu- 
facturers starting out on this? 

Smith: One of the things we look for 
when we pick a plug is one that appears 
to have a gap wear rate which is con- 
sistent to what the operator can live 
with. Once we think we have that, we 
don’t get much further. We have never 
specified a maximum gap. We leave the 
choice of that to the operator. Some 
may think plugs have eroded to a point 
where the gap is large enough to war- 
rant removal at 200 hours and another 
with the same equipment may let the 
same plug stay in the same engine to 
400 hours. As long as the engine is 
running satisfactorily we don’t care 
what the plug gap is. 

Mecea: Our manuals generally carry 
a gap specification. It serves as a guide 
for servicing the spark plugs. We have 
operated from .012 through .030 in an 
80 octane engine and noted little effect 
from the change in gap. 

Campbell: We’re doing something right 
now, in our work with the engine 
manufacturers, mainly Lycoming. The 
so-called small engine . . . the power 
in those engines is something fantastic 
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. . we have been getting into a lot 
of rough idling and ignition problems 
in general. Scintilla now has a new type 
of design which has the same feature 
as is presently used in the R-3350 en- 
gine, namely, a retarded magneto. We 
have magnetos at Lycoming, Continen- 
tal and Aircooled. We’re working direct- 
ly with Continental and Lycoming and 
have some magnetos which have a 
retard and advance operation in the 
same magneto. They can be run re- 
tarded at idle and at takeoff and do 
much better with those engines. Also, 
in this small engine type ignition we 
always used an impulse coupling as an 
auxiliary measure. Due to speeds, vibra- 
tions and a combination of things, the 
impulse coupling in many instances was 
becoming engaged at high speed and 
would tear things up generally. With 
the two-breaker magneto which we have 
now, we are able to eliminate the im- 
pulse coupling. It looks as though it is 
going to improve the performance. 
Anderson: The initial gap is based 
a great deal upon the electrode con- 
figuration. Heavier electrodes require 
wider gaps to get satisfactory ignition 
of the combustion charge. The maxi- 
mum gap at which the plug can operate 
depends a great deal upon the operator 
or the engine’s ability to stay out of 
fouling troubles. If you have an instal- 
lation that is relatively free from foul- 
ing troubles, the spark plugs can accept 
much wider gaps. Some operators who 
have fouling, resolve this trouble by 
pulling the plugs at a shorter period of 
time by keeping the electrode gaps 
down to a lower value. The ignition 
systems as a whole can accept any gap 
that a spark plug can accept. We rec- 
ommend our %-24 plug types not be 
operated to electrode gaps in excess of 
.030 and on the 34-20, 0.35. This is 
based purely on the insulation value of 
the terminal connectors. The 5-24 not 
having as much insulation value, if the 
voltages go too high, with wide elec- 
trode gaps you can get flashover in the 
connector well. Those limits have been 
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set, and have been determined from 
many years’ experience in the field. 
Church: Adding a side note, gap 
wear is a major concern to the spark, 
plug manufacturers because when a 
combination of gap wear and fouling 
enters the picture, sometimes it is nec- 
essary to pull the spark plugs for 
cleaning and servicing or gap resetting. 
When the engine is scheduled for a 
certain maintenance period, and the 
operator has to pull the plugs at an odd 
interval, and it is very costly. Spark 
plug manufacturers give a great deal 
of consideration to the materials that 
go into the electrodes of spark plugs. 
We continually try to develop materials 
that give less electrode wear and main- 
tain a more constant gap. 

Anderson: Bill, you might comment 
on the effect of ignitions systems type 
on electrode erosion rate of spark plugs. 
It is quite possible that out in the gen- 
eral commercial field someone might 
hear stories of airlines operating plugs 
500 to 600 hours between removals. 
They might get ideas that they can do 
the same with spark plugs in their en- 
gines and perhaps get into trouble due 
to lack of knowledge of why the air- 
lines are able to operate satisfactorily 
some plugs up to these exceptionally 
long operating periods. 

Campbell: A good point. On the lighter 
aircraft the erosion rate of spark 
plugs gaps is much higher because we 
use a straight high tension system. We 
have low tension ignition systems on the 
larger engines and that gives much 
lower erosion rate. Right now we are 
working on a low tension system for 
smaller engines to try to improve serv 
ice life between overhauls and spark 
plugs. Do the overhaul people have any 
comments? 

Kovac: It’s quite true that the maxi- 
mum gap is of great concern, but it is 
not true that the industry perhaps has 
gone overboard in bringing up their 
minimum gaps from .011 to .014, te 
.015 to 0.18. In other words, you have 
two strikes before you start. Pratt & 
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Whitney says that .020 is the maximum 
gap you should allow your spark plugs. 
We have production spark plugs from 
the manufacturer that are gapped at 
018. If you have .003 erosion at 100 
hours, you should be changing spark 
plugs at 100 hours, if not earlier. Is 
jit not true that perhaps more study 
should go into determining whether 
that wide gap is actually necessary? 
nderson: Study has been made, and 
the wider initial gaps for massive elec- 
trode plugs is necessary. There is some 
jack of understanding of what is re- 
quired to get proper propagation of 
ae and the electrode configuration 
and gap has much to do with this. The 
larger electrodes must have larger ini- 
tial gaps or they just won’t fire satis- 
factorily, specially during idle and lean 
mixture cruise power conditions. 
Campbell: When we started with the 
low tension systems for larger aircraft 
‘engines, we had an erosion rate of 
about .001 for 100 hours. With the 
Increase in power and different fuels, 
the overall demand increased tremen- 
dously. Naturally, the erosion rate has 
gone up now with the low tension sys- 
tem to where it used to be with the high 
tension system. 
Anderson: We concur completely. The 
erosion rate on plugs is effected by 
many variables that we have discussed 
here, and Bill has brought out the added 
one of severity of operation, the com- 
bustion temperatures, etc. There are 
electrode temperatures in operation to- 
day that were unheard of a few years 
ago. However, development of improved 
electrode materials has kept pace quite 
well with new engine and spark plug re- 
quirements. 
Campbell: When we started with the 
small aircraft engines in use today, you 
recall they were anywhere from 75 to 
125 horsepower. Now the engines are up 
to well over 200 horsepower, and we are 
still trying to make the same ignition 
system do the job. We now have a new 
ignition system for the executive type 
aircraft. We can put those on the 
Apache, Twin Bonanza, Aero Com- 
mander and the large twin-engine ex- 
ecutive type aircraft. 
Ted Wild (Unian Carbide): Speaking 
as an operator, we have both the P&W- 
cb 16 and the he series Wrights and 
found that we have to change plugs 
every 240 hours. We start out with a 
gap setting of .016. After 240 hours we 
were up to .025. We have to pull them 
at .025 because we begin to get idling 
and other troubles if we let them go 
any longer. 


Cleaning of Plugs 


Campbell: Money saved is quite a 
problem. Actually, it accounts for the 
interest in getting this so-called “one- 
run-plug,” meaning from one engine 
overhaul to the other. Champion, do 
you want to start on that one? 

Anderson: The period of time that 
a spark plug can be operated before 
reconditioning will vary greatly depend- 
ing upon the ignition system, the 
severity of operation and the engine 
model, etc. It will vary in extremes of 
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4:1 as far as times are concerned. It 
also depends a great deal upon the op- 
erator’s technique and ability to operate 
the engine to keep the plugs clean. Our 
policy has been that reconditioned spark 
plugs will give completely satisfactory 
service, but it is important that the 
reconditioning job itself be done sat- 
isfactorily. We feel that if the spark 
plug is mechanically sound and cleaned 
properly, the reconditioned plug will 
operate as well as the new plugs. 
Mecea: Mr. Anderson, a question: Do 
you hold any limit on the number 
of repair and cleaning cycles on spark 
plugs, or is this anticipated perform- 
ance irrespective of the number of times 
the plug has been reconditioned? 
Anderson: We set no time limit for 
the spark plugs. It depends entirely 
upon the mechanical condition as found 
by visual inspection and by tests. On 
reconditioned plugs, the time will vary 
fantastically in the field, again depend- 
ing upon the engine and ignition sys- 
tem that operates them. I can cite one 
type of plug in very common use: the 
RHH37N long reach plug that is used 
in R3350-BA3 and R4360 engines. This 
is a combination of extremes. The 
R3350-BA3 is probably more severe 
on electrode erosion rate than any other 
engine in the field, because of its high 
tension ignition system and the ex- 
tremely long shielding leads with their 
high capacitance. We can experience 
all the way from 500 to 2,000 hours 
total life on this same model spark 
plug between the R3350-BA3 engine 
and the low tension equipped R4360 
engine. This is how much extreme there 
can be in the total life of spark plugs 
as experienced in the airlines operations 
today. 

Shimek: We at AC feel if half the 
electrode is gone you should scrap it. 
As far as how many times it has been 
overhauled—well, you can overhaul a 
plug once and ruin it or overhaul it a 
dozen times. All other things equal if 
you have half the original electrode 
left, that is about the borderline for the 
safe use of a plug. You can use it 
longer, but you will taking a chance 
of getting into difficulty. 

Kovac: We have found that many of 
the overhaul agencies are using a very 
caustic agent in the cleaning of spark 
plugs which alters the heat range of 
that spark plug, and could give you 
trouble. It is our recommendation to 
use a vapor cleaning machine which is 
not quite so hard on it. 

Allison Gossett: (AC Spark Plug): 
That’s very nice for the large opera- 
tor, but the small operator is not 


usually in a position to buy a vapor 
cleaning machine, so proper techniques 
and cleaning materials are very im- 
portant. 
Foster: A question on abrasives. Do 
some operators use aluminum abrasive 
in spark plug cleaning rigs? 
Anderson: The abrasive that we fur- 
nish, and highly recommended, is 
aluminum oxide. It is more severe on the 
insulator noses as Mr. Kovac points out, 
but much of that can be offset with 
proper technique in cleaning. The de- 
sign of spark plugs has much to do 
with whether you will be able to get a 
satisfactory cleaning job. Trend is to 
finer abrasives for our dry cleaners 
than we have used in the past. We are 
also going to recommend lower pres- 
sure on these new machines to further 
protect against over abuse to the plug 
during reconditioning. 
Shimek: We have come out with a 
new mechanical vibrator cleaner which 
does an excellent cleaning job on lead 
deposits. It is a high frequency, claw 
type unit which goes right down inside 
the shell cavity and in about 10 seconds 
takes all the lead deposits out without 
touching the electrode. We have found 
that about 70% of the plugs in the field 
were ruined by improper or excessive 
cleaning blast. This new mechanical 
cleaner is a big aid to cleaning plugs 
without ruining the electrodes. j 
Campbell: Is there any trade name 
to it? 
Shimek: It is called the AC-AV19-3. 
One more thing on cleaning spark plugs. 
We ran into an operation where they 
had very short life with spark plugs 
after they reconditioned them. We found 
that the lead and carbon deposits were 
loaded with silica. They used sand in 
their cleaner, and part of this was 
trapped in the shell cavities when the 
plugs were installed in the engine. The 
plug fouled out in 10-15 hours, and the 
operator wanted to know why an over- 
hauled plug wouldn’t work as “good as 
new.” You probably run into some of 
that, too. 
Anderson: We’ve had similar reports, 
especially in helicopter operations. 
Pomeroy: What’s going to happen to 
the spark plug business when jets come 
in? 
Campbell: When first we heard about 
the jets we thought we would only have 
glow plug and that would end it. 
There’d be no ignition system. The com- 
plexity of the jet ignition system is 
growing by leaps and bounds. Altitude 
flame-outs present quite a problem and 
the energy that has to be produced by 
the ignition system today is absolutely 
phenomenal. 
Anderson: As we forecast the industry 
as a whole, the reciprocating engine 
is going to be around for a _ long, 
long time, especially in the smaller air- 
craft field. Until methods are developed 
to build the turbines a little more eco- 
nomically, I don’t think they’re going 
to make much of an inroad on the 
smaller aircraft field. We think there’s 
going to be a definite shift in the trend 
of where we sell these spark plugs to 
(Continued on page 36) 
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makes long “On Top”, rough air, 
X-country and IFR flights safer, easier! 


Having hands free to copy clearances, use charts, study approach 
plates, work radios, etc., is possible with almost any autopilot but— 
the important thing is knowing which autopilot to buy! The Federal 
Tubeless Autopilot offers the only new concept in up-to-date autopilot 
design. In addition to being a true 3-axis autopilot, Federal is of simple 
trouble-free electro-mechanical design assuring highest reliability and 
lowest maintenance cost compared to all other types. For extra utility 
from your aircraft (and resulting lower cost of operation), buy 
Federal—the tubeless autopilot with the easiest “set up and go”— 
“ready to get up and go” features for maximum in-flight benefits 
and minimum down-time delays! Remember—the most valuable 
extra hands in the cockpit are your own—set them free from 
the controls with Federal and arrive fatigue-free wherever you fly! 


Federal rnetess Autopilot 


For your free illustrated copy of “Freehand Flight” 
brochure, write: Industrial Products Division, 
International Telephone and Telegraph Corporation, 
15191 Bledsoe Street, San Fernando, California. 


The Federal Autopilot is CAA certificated for the Aero Commander, Beech 
Bonanza and Twin Bonanza, Cessna 172, 180, 182, 310 and Piper Apache. 
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At any meeting where aviation folki 
are assembled, there is almost certai 
to be a clique of participants who wil 
seek a secluded corner of the room, foj 
the prime purpose of directing the cor 
versation toward the early days of avia 
tion. If you inquire as to the identity © 
these individuals, you are likely to bi 
told that they are members of the OX: 
Club. The group won't object to you| 
joining the mystic circle, but, unles} 
your aviation experience dates bach: 
quite a few years, it is likely that yo 
will find yourself strictly on the listen 
ing end of the confab. 

The most recent instance occurred a 
Houston, Texas, during the annual con 
vention of the Aviation Writers Associ 
tion, when a large group of OX5 Clu 
members had an opportunity to mee 
the men and women who write and 
disseminate much of the worlds’ avia 
tion news and feature stories. Henry 
Erdman of Trans-Texas Airways 
headed the delegation of early airmes 
which met with the scribes at a cockta’ 
party, staged by Ed Burke of Firestone 
Tire & Rubber Company. The spot wa: 
the famous Shamrock Hotel. 

In their dealings with present de: 
airmen, the writers can usually hol: 
up their end of the conversation, a: 
they are well-informed about what i: 
going on in the aviation world whic! 
provides their bread and butter. How 
ever, when they were mated in con 
versation with the stick and wire boys 
it turned out to be a matter of AWA 
asking the questions and the OX5er 
supplying the answers. 

This provided a healthy opportunity 
for the two dedicated organization: 
to get together for what turned out t 
be an interesting session for all con 
cerned. Certainly, the OX5 folks wer 
thrilled to meet such featured writer: 
as Vern Haugland, aviation editor © 
the Associated Press; Lois Henry 
who publishes SKYWAYS; Georg 
McLaughlin, who has been writing ot 
air topics since he was associated witl 
Glen Curtiss, and many others. 

On the other hand, many of thos 
who record the progress of aviation 
from day to day, obtained much infor 
mation on the early flying days, t 
provide subjects for their later writin; 
efforts. It is likely that, in the month 
to come, you will be reading about th 
results of what happened, when thes 
two groups, got their heads together 
And it should make for something big 
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NY usiness aviation played a major 
[LD role in the Aviation Writers As- 
hociation’s annual meeting held at 
Houston, Texas. 

The nation’s top aviation writers and 
representatives of the leading aviation 
ndustries gathered at the Texas city 
o learn of new developments and to 
witness many exciting demonstrations 
nyolving new equipment. 

Airlift from key points of the U. S. 
‘or the writers was provided by the 
Special Air Mission division of the Mili- 
tary Air Transport Service. On the 
New York airlift, the Port of New York 
Authority and United Aircraft co- 
‘hosted” a very delightful in-flight 
uncheon and refreshments. 

More than 300 AWA members at- 
cended the five-day meeting. 

Highlighting the first day, in the 
frea of business aviation, was the 
demonstration of the Sikorsky HSS-1N, 
latest Navy version of the familiar 
$-58, illustrating its capability of day 
and night flight under instrument con- 
Hitions. 
| Sikorsky’s 


f 


automatic — stabilization 
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equipment (ASE) is an electronic sys- 
tem which unburdens the pilot of the 
necessity of making constant adjust- 
ments in control of the helicopter. In- 
troduction of an automatic “hover 
coupler” makes it possible for the pilot 
to place the helicopter on automatic 
control at 200 feet altitude and 80 
knots airspeed and automatically come 
to a zero ground speed hover at a 50- 
foot altitude over a pre-selected spot. 

This first public flight was made at 
the Naval Air Station, Corpus Christi, 
by Jack Stultz, a Sikorsky engineering 
test pilot and member of the company’s 
avionics branch. 

Grumman Aircraft (NBAA mem- 
ber), evening reception host, was ex- 
pertly represented by the Navy’s 
demonstration precision formation fly- 
ing team, the Blue Angels, who flew 
the F-11F-1 Tiger jets. Lunch was spon- 
sored by Lockheed (NBAA member) 
Missile Systems Division. 

Looking at the oil industry from an 
oil field was a new aspect for most of 
the AWA group. An entire day was 
spent in the field. Humble’s Friends- 
wood Oil Field was visited for seismic, 
exploration shot and actual drilling 
demonstration. Goodyear ‘Tire and 
Rubber Co. (NBAA member) plant 
showed petrochemicals used in Mis- 
sile Age aircraft components. Shell Oil 
Co. (NBAA member) Refinery demon- 
strated an aviation gas producing unit. 
The same three companies sponsored 
lunch at which Robert A. Wells, staff 
engineer, Gulf (NBAA member) Re- 
search Center, spoke on “High Energy 
Aviation Fuels.” 

Dow Chemical Co.’s magnesium plant 
at Freeport was toured. A Texas-style 
barbecue ended the day at Dow’s Lake 
Jackson picnic grounds. 


Aerojet-General Corp.’s (NBAA 


member) Ed Rice discussed “Standby 
Rocket Power for Airplanes” at a 
breakfast (brandy punch, strawberries 
‘nm cream, lamb chop, etc.) hosted by 


JR. JATO GETS CAA APPROVAL as Merrill 
Grix, CAA Region 4, presents Type Cer- 
tificate to G. E. Rice, mgr. commercial 
JATO Sales, Aerojet-Gen, Corp. The unit 
is held by W. L. Gore, left, Customer Rela- 
tions, and J. W. Jeffreys, JATO Sales. 


Aerojet. Telling of the many uses of 
JATO, Rice stated that “Hundreds of 
single engine and light multi-engine 
aircraft owners are awaiting the avail- 
ability of the recently certificated 
15Ns-250 ‘Jr. JATO’ standby rocket en- 
gine.” He said that considerable foreign 
interest has been shown and that ex- 
ports to friendly nations have been 
approved. 

This smaller unit (the second Aerojet 


Vit ; 
PAUL VANCE TRIES JETSTAR’S left seat 
while Bob Gross, Lockheed engineer on the 
business size jet, does some explaining. 
Vance, of Monsanto Chemical (NBAA 
member), saw the JetStar with other AWA 
members at Houston International Airport. 


JATO model to be so certificated and 
one of the only two certificated rocket 
engines for aircraft in the U. S.) is 
suitable for single or multiple instal- 
lation in aircraft from the small busi- 
ness aircraft to multi-engine airplanes 
in the 10,000 lb. gross weight category. 
It weighs 42 lbs. including propellant 
and delivers 250 Ibs. of thrust or about 
100 horsepower for a duration of 15 
seconds. Now in production, the rocket 
engine should be available this Fall, 
according to Rice. 

The Gas Turbine Div. of General 
Electric (NBAA member) unveiled its 
aft-fan turboprop engine at lunch 
hosted by GE. 

Prior to a press meeting with Sena- 
tor A. S. Mike Monroney (D-Okla.), 
Clyde P. Barnett, director of the Cali- 
fornia Aeronautics Commission, 
hurriedly briefed the AWA members 
on the subject of diminishing airspace 
in California. Mid-air collisions are 
being set up consequently, Barnett said, 
by establishing limited airspace .. . 
by compressing the usable airspace. 

He pointed out that there is a loss 
rate of 30,000 air acres per month in 
California. 

This is a 180-degree switch by the 
military who originally said the setting 
up of restricted airspace areas was to 
benefit non-military flying, but it is now 
working the other way around. This 
is an accidental result, Barnett said, 
but it is happening. 

Speaking at a dinner sponsored by 
the Air Transport Association, Sena- 
tor Monroney outlined the Federal Avia- 
tion Act of 1958. (See SKYWAYS 
June issue report on the Monroney- 
Harris legislation). 

The writers pressed the point of how 
the Agency will control Strategic Air 
Command operations on the airways. 
The Senator predicted SAC cooperation 
in this regard. 

Departing from business aircraft for 
a day, your reporter joined the group 
flown to Carswell Air Force Base at 
Fort Worth in Lockheed turbo-prop 
giant Hercules. Breakfast was served 
courtesy of Douglas Aircraft Co. at the 
Houston International Airport. 

Maj. Gen. J. D. “Smokey” Caldara 
spoke dynamically on flight safety at 


(Continued on page 45) 
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American Helicopter Society 
Announces New Officers 


NEW PRESIDENT of American Helicopter 
Society, is Charles H. Kaman, president 
and director of Kaman Aircraft Corp., who 
succeeds Don R. Berlin, president and 
board chairman of Vertol Aircraft Corp. 


Harry Lounsbury, executive secre- 
tary of the American Helicopter So- 
ciety, announced the election of Charles 
H. Kaman, founder and president of 
the Kaman Aircraft Corp. as president 
of the Society, to serve with the follow- 
ing members: Donald Thompson, Chief, 
Engineering and Development Branch, 
Army Aviation Diy., Office of Chief of 
Transportation, as treasurer; and Leon 
L. Douglas, vice-president-Engineering, 
Vertol Aircraft Corp., as secretary. Mr. 
Lounsbury also announced these region- 
al vice presidents: Michael J. Theodore, 
Sikorsky Aircraft (NE); Newton O. 
Brantly, Brantly Helicopters (Mid-E) ; 
George W. Fey, Sikorsky Aircraft 
(SE); John E. Leonard, Cessna Air- 
craft (Mid-W); Elton J. Smith, Bell 
Helicopter (SW) ; and, Paul C. Thorn- 
bury, CAA (W). 

The 5th Annual Western Forum of 
the Society will take place at the Am- 
bassador Hotel, Los Angeles, Septem- 
ber 25-27. 


Kaman K-17 “Cold Cycle Jet’’ Flies 


Kaman Aircraft Corporation flies its 
new “Cold Cycle Pressure Jet” heli- 
copter. Designed for low cost operation, 
officials of the Kaman Aircraft Corp. 
point out its good commercial possibili- 
ties that may be effectively used: to 
serve crop-dusting farmers; power com- 
panies for checking lines; short-haul 
taxi service for private executives or 
other company personnel. One feature 
is the payload can be greater for a 
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given amount of power because they are 
lighter. The K-17 is powered by a 
Blackburn Turmo 600 gas turbine of 
400 hp, driving a Boeing compressor 
located in the fuselage. Air from the 
compressor is ducted through a rotating 
seal to the rotor hub and out through 
the blades to jet nozzles at the rotor 
blade tips. The compressed air being 
expelled from the nozzles drives the 
rotor. This simplified system eliminates 
the transmission and clutch found in 
conventional type helicopters. 

The small tail rotor is a fixed pitch 
propeller used for steering only. Driven 
by a hydraulic pump, the tail rotor, 
actuated by pilot’s rudder pedals, is 
used for steering only, as it reverses 
direction of rotation. This produces the 
thrust for turning helicopter. 


KAMAN K-17 in flight with its tail station- 
ary. Tail rotor, actuated by pilot's rudder 
pedals, is used for steering only. It is a 
fixed pitch propeller which rotates in both 
directions to produce left-hand and right- 
hand turns. 


Kaman Aircraft’s K-600 Utility 


Helicopter Ready for Demonstration 

Kaman’s K-600 utility helicopter, 
generally similar to Kaman’s military 
HOKs, HUKs and H-43As, is ready to 
be demonstrated to potential commer- 
cial interests. 

The tail configuration has added two 
inboard ventral-dorsal fins that produce 
guaranteed stability around all three 
axes, resulting in positive hands-off 


KAMAN K-600 Utility helicopter is ready 
to demonstrate stability around 3 axes. 


flight characteristics in all normal flight 
regimes. 

The K-600 is equipped with Kaman’s 
new in-flight tracking device which per- 
mits the pilot to adjust the track of his 
rotor blades under all flight conditions. 


OKANAGAN HELICOPTERS, world’s largest 
commercial helicopter operator, adds foun 
more Bell 47G-2s to its fleet of more than 
50 rotary-wing aircraft, shown here leaving, 
Bell’s Ft. Worth plant for Vance 
British Columbia, 


| 
Stainless Steel Strip Shields | 
Plastic Fiberglass Blades | 


A strip of stainless steel, thinner thant 
the proverbial dime, is being used *4 
shield the leading edge of plastic heli 
copter blades against abrasion damag4 
from dust and particles stirred up by 
“whirlybirds” during take-off. Since the 
significant factor in design is weighi 
high tensile properties of stainless stee. 
permit the use of extremely thin sec| 
tions to reduce weight with no sacrifitd 
of strength. 

An innovation in helicopter design) 
the plastic blade is produced in twe 
models by the Aircraft Division of Par; 
sons Corp., Traverse City, Mich., calleci 
“Monolastic,” an all-plastic blade mad4 
of fiberglass reinforced Plaskon poly, 
ester resin, molded in a single piece: 
and “Steelastic,” a steel spar version. | 

Shielding the plastic fiberglass body 
of the blade from abrasion, the stain. 
less steel strips overcome a_problenj 
equally troublesome to designers o 
other helicopter blades and propellers 
for conventional aircraft. The strips 
come from Republic Steel Corp., whos 
metallurgists recommend Type 303 
chrome-nickel stainless steel. : 


An advantage of this type sheathing 
is corrosion resistance. It overcomes 
problem caused by exposure to varie 
climatic conditions where the helicopter 
will work. Even a slight rusting or pit} 
ting in metal sections could upset thd 
closely matched balance of sets o} 
blades and create dangerous vibration: 
in the rotors. Another advantage is pro} 
duction engineers claim that uniformity 
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of Republic’s stainless steel strip sim- 
plifies balancing the blades. 


THE DARE MICRO Tuner Omni Control 
Panel occupies a convenient and prominent 
place in the pedestal of the first jet heli- 
copter, the Republic Alouette. Pretty Joan 
Mahur points it out. 


Propose Lobbyist Study 

Richard D. Eccles, vice-president of 
Stockton Helicopters in Stockton, Calif., 
president of the Helicopter Association 
of America, said a committee of oper- 
ators will study the proposal to hire a 
full-time executive secretary who would 
push the legislative interests of the 
Association. 

The world’s first CAA commercial 
helicopter certification was granted to 
a Bell helicopter in 1946. Since then 
operations have sprung up over the 
entire globe. 

Operators in this country dispatch 
their ships to all continents to perform 
varied tasks, and some difficult, such as: 
offshore oil missions, mapping and sur- 
veying and mineral exploration. 


Production Expert Joins Republic's 
Helicopter Unit 


Fred O. Draper, veteran production 
and procurement supervisor, joins the 
staff of Republic Aviation Corporation’s 
Helicopter Division in that capacity. 
In his new position, Draper will be 
responsible for coordinating all assem- 
bly and vendor procurement for the 
Alouette II, jet-powered helicopter. 


British Copter Taxi At Brussels 

A Westland Widgeon, 5-place, all- 
purpose helicopter, is being used for 
sight-seeing and charter flights at 
Brussels International — Exhibition. 
Powerplant is Alvis Leonides engine. 

The copter, shown in its Belgian 
colors, is run by Sabena Airlines. 
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“Please accept my sincere congratulations on your ‘Helicopters for Business’ 
department in SKYWAYS. Inauguration of this concentrated coverage is a very 
progressive step and does much to add to the general ‘up-to-dateness’ of the 


magazine .. 


-’—Don Mockler, director, Helicopter Council, AIA. Don pointed 


out to the Wash. Region Mass Transit Survey the obvious advantages of heli- 
bus express service over surface transit between airports and downtown. 


Business Is Good 


LEAPFROG IN A HELICOPTER—Crewmen and 
Tellurometer hop fast and often to complete 
measurements in record time in Virginia. 


When Pilgrim Helicopter Services 
made its first flight in June 1957 from 
the National Airport, Washington, D.C., 
to 3rd and H sts., S.W., little did James 
B. Hichborn, president, realize how 
good business would develop. Rates 
then were $75 an hour or $1.25 a min- 
ute for two passengers. 

Since then, they have affiliated with 
Gray Line, Inc., regarding sightseeing 
activity. Gray Line Agents sell heli- 
copter tours for a commission. People 
from as far away as Spain and Argen- 
tina already purchased tickets in their 
homelands for a helicopter sightseeing 
tour over Washington. 

Since last year, Pilgrim has carried 
1,374 passengers on 585 sightseeing 
tours. In addition, they made 110 char- 
ter or helicab flights, carrying 240 pas- 
sengers. 

On December 13, 1957, Pilgrim’s 
business demanded another heliport at 
Virginia Ave. and 26th St. N.W., 
which was opened for study. The Busi- 
ness and Commerce Subcommittee, of 
the Senate, headed by Senator Beall, 
Republican of Maryland, urged the 
lawmakers to prepare now for booming 
metropolitan helicopter traffic of the 
future. Mr. Hichborn recommended de- 
velopments of floating facilities as heli- 
ports rather than rooftop, because of 
safety hazards. The subcommittee was 
told that before long residents will hail 
helicopters in the same way they now 
hail taxicabs. 

Realizing how time could be saved, a 
surveying crew in West Virginia used 
the three-place Bell 47H to ferry crew- 
men from point to point, with a Telluro- 
meter, a new radar-like electronic 
measuring device. The crew completed 
the job in 12 days, one-tenth of the time 
normally required. Site of this unique 
“air lift” operation was down the 100- 
mile line of a proposed new interstate 


highway. Air Survey Corporation of 
Arlington, Va., was called in for the 
job and they immediately turned to 
Pilgrim Helicopter Services for aid. 
Each jump had to be carefully planned 
for success depended on keeping the 
men moving fast. Fast action of the 
Tellurometer in measuring the distance 
and the helicopter in transferring crew- 
men across valleys, hills and timber- 
land made it possible for the work to 
be completed in record time. 

Pilgrim Helicopter Services now has 
7 employees in their organization, with 
hopes for a second ship early in the 
Fall, and prices have been reduced to 
$72 per hour, or less on contract. 


Giant Textile Co Execs Have More 
Working Time in Pressure-Packed Day 


J. SPENCER LOVE, Burlington Industries’ 
president, and his son, Martin, end Bell 
Helicopter trip at their front door in 
Greensboro, N.C. Burlington saves many 
travel hours for its major executives 
through use of their Bell Helicopter. 


Burlington Industries of Greensboro, 
N. C., with 30 plants within 100 air 
miles, saved nearly 600 hrs. of executive 
time the first 6 months their Bell 47J 
helicopter was used. This giant textile 
company’s president, J. Spencer Love, 
firmly believes the actual working time 
of his executives is of paramount im- 
portance in these pressure-packed days. 

The helicopter’s ability to operate off 
the roof of the main office building in 
downtown Greensboro alone saves the 
20-min. ride previously required to 
reach the airport for fixed-wing travel. 
Where autos cover the ground trip to 
Galax, Va., plant in four hrs., a heli- 
copter takes only an hour and a half. 

According to Burlington’s manage- 
ment, the helicopter is paying high 
dividends in the elimination of many 
small drains on energy and brainpower, 
plus the fact that this faster transporta- 
tion gets the man home to his family 
in time for dinner. 
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RYAN C-W DOPPLER RADAR SYSTEM for helicopters was demonstrated at the Aviation 
Writers Assn. meeting during a visit to Naval Air Station, Corpus Christi, Texas. Applica- 
tion of Doppler radar permits ““zero-zero” operation of helicopters. Ryan Aeronautical, San 
Diego, Calif., pioneers in the field of Doppler systems for small aircraft applications, claims 
that their 30-lb AN/APN-97 continuous-wave system enables virtual “hands off’ operations 
(which was demonstrated to AW A members by Sikorsky’s HSS-I1N), greatly facilitating 
cargo load pickups and delivery and emergency rescue work. Combined with auto-stabilizing 
equipment, it maintains the copter in hovering position automatically and the pilot merely 
monitors the operation by watching a single instrument (see arrow). Intersection of cross- 
lines at the center of the instrument (as with the familiar ILS indicator) indicates a hover. 


Circle No. 49 on Reader Service Card 


ATC—Only Airway Date Advanced 


In response to the public outcry fol- 
lowing the latest airline collision, the 
CAB expanded the previous one-airway 
segment sampling of 100%-control 
techniques scheduled for sometime in 
July, to an extensive dual trans-con- 
tinental set-up with spurs to Washington 
and San Francisco, but principally be- 
tween New York and Los Angeles. A 
third shorter route connects Chicago 
and Washington. 

Unlike the previous proposal, this 
move effected June 15th, was not subject 


HI-ALT 100% CONTROL 
VICTOR AIRWAY SYSTEM 
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to any pro and con discussion by the 
industry. Using the Capital Airlines 
crash as the spur, CAB summarily an- 
nounced the move and although de- 
scribing same as an “historic experi- 
ment” it flatly prohibited other than 
IFR-plan traffic from the respective air- 
space to be 30 miles wide and from 
17,000 feet to 22,000 feet (previous 
proposal was 20-35000). 

The rules for operating within, along 
or transit through the airspace in- 
volved are the same as previously an- 
nounced, a minimum of the basic data 


of IFR plan. 


NOTE. ABOVE SUBJECT TO se 
RE-DESIGNATION VIS5I2 & OTHER AIRWAYS 
ys 


ALPA for Extension of 


“Golden Triangle” 

Following closely on the latest mid- 
air collision involving airline aircraft 
(Capital vs ANG T-33), the ALPA 
(Airline Pilots Association) has come 
out forcefully for extension of the now 
one year old “Golden Triangle” experi- 
ment in which their members have vol- 
untarily operated IFR rules regardless 
of weather when above 9500 feet and 
in an area bounded by Boston, Chicago 
and Washington. Calling the past year’s 
experience “very successful”, Clarence 
N. Sayen, ALPA President urged that it 
be expanded to a triangle encompassing 
Boston to Key West to Chicago to Bos- 
ton, and also all airspace in the Western 
Defense Area (in the latter case above 
11,500 feet), starting date July 15. 

Commenting that best results would 
obviously be obtained if all users of 
the airspace (military and general 
aviation) cooperated, Sayen neverthe- 
less pointed out that anti-collision de- 
vice research should be continued. He 
also urged full industry support for the 
Federal Aviation Agency Bill now be- 
fore Congress placing all airspace and 
allocation under one head, the Mon- 
roney-Harris legistlation. 

As presently presented, the bill pro- 
vides for: 

An independent 
Agency directly 


Federal Aviation 


head. 

The FAA would regulate the use of 
all airspace by all aircraft and operate 
a unified system of air traffic control. 

It would assume the current activities 
of the CAA and the AMB which is help- 
ing to establish the guidelines of FAA. 

It would take over from the CAB its 
present promulgation and enforcement 
of Civil Air Regulations, leaving the | 
Board its responsibility for economic 
regulations (especially the aircarriers) 
and accident investigation. 

(In the latter category, the Board 
could call on the President to appoint 
special boards of inquiry to investigate 
major accidents. ) | 

A special military adviser would be 
made available to the FAA by appoint- 
ment of the Sect’y of Defense to coor- 
dinate special airspace problems of 
the military. 

The time table for establishment of | 
the foregoing has been speeded up | 
under the impetus of the latest mid-air 
collision and enactment should precede | 
the original date of the end of the year. | 

Meanwhile, the Presidential action 
in imposing IFR plan-type require- 
ments of ATC, etc. on all military jet | 
flights operating in non-restricted air- 
space is a first step. 


responsible to the | 
President and Congress, under a civilian | 


After 20 Years—CAA | 


There is every indication that the| 
20th year anniversary celebration of | 
CAA may well be transformed into a | 


SKYWAYS + JULY 1958} 


: 


“wake.” Certainly within the organiza- 
tion, it has been no secret that expecta- 
tions were that by 1963, the CAA would 
have been replaced by the independent 
all-inclusive Federal Aviation Agency, 
along the lines being planned by the 
AMB and the Monroney-Harris Bill in 
Congress. Although there are the usual 
areas in every public body where in- 
cumbent personnel fear for their tenure, 
a clear majority of the personnel and 
positions in CAA are of such a highly 
technical and vital professional nature, 
it should follow quite naturally that 
no change of bureaucratic structure 
could possibly eliminate the valuable 
functions they perform. 

Although most of the industry and 
flying public are reasonably familiar 
with the basic air traffic control, licens- 
ing and airworthiness functions of 
CAA, there are other phases without 
which the airway structure of the nation 
would be tenuous indeed. Like ATC, 
these functions will only become more 
important to safety as the possibility 
looms that the FAA, under public pres- 
sure following the spectacular airline 
crashes, will take over from CAA some- 
time in the coming year. 

“Jump-seat” riding on scheduled air- 
line flights by CAA Air Safety Divi- 


sion agents of the Air Carrier Division 


is one means the CAA uses to insure 
that approved procedures are followed 
and the general all-around competence 
of the operation is up to the standards 
necessary to insure safety of the flying 
public. : 

These agents may board an airline 
flight with or without prior knowledge 
of the crew (but usually coordinated 
with company for space reasons). 

“ASDO agents,” as they are known, 
for general aviation may only ride with 
a personal or corporation pilot at their 
request but time permitting some are 
accepting the invitation of such pilots 
to “jump-seat” and offer friendly and 
informal critiques. 

The airway navigational facilities by 
which we fly are more than just a net- 
work of routes and aerial sign posts. 
They are a vast structure of highly com- 
plex electronic apparatus in which any 
mal-function at a critical moment, as in 
bad weather, can mean a catastrophe. 

To insure that the operational con- 
dition of these facilities is such that the 
flying public can safely rely on them, 
is the chore of the Airways Flight 
Inspection staff. Until recently, using 
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obsolete aircraft, the pilots criss-cross 
the country continuously checking and 
re-checking the accuracy of VOR’s, LF 
ranges, ILS, GCA and other aids. A 
little known part of their job is check- 
ing new facilities and ATC procedures, 
before commissioning, to insure safety. 

The photo shows the interior of one 
of the newer aircraft recently acquired 
to enable Flight Inspectors to do their 
jobs at a pace commensurate with the 
latest state of the art. Their equipment 
automatically records the signals re- 
ceived for subsequent ground analysis. 


Pie 


Different types of aircraft are used for 
varying operational levels as surface to 
10,000 feet, 10,000 to 20,000 feet pres- 
surized and from 20 to 50,000 feet via 
B-47 (CAA operated) jet. 

The growing use and fast develop- 
ment of the helicopter as a practical 
and valuable tool of air commerce and 


ees 


business has not been lost on CAA. 
Long before the instrumentation and 
control stabilization developments being 
announced today, the CAA set up its 
Helicopter Instrument Program (HIP). 

The photo shows Harry Bernard, 
Chief Project Officer, aboard the Sikor- 
sky S-55 loaned by the Navy receiving 
his equipment case from his colleague 
Bill Placek. The program is designed 
to develop IFR procedures for ’copters 
and analyze the problems involved in 
utilizing existing instrument facilities 
and airports. 


pel 


Of special concern are procedures 
related to: minimum enroute altitudes; 


weather minimums (ceiling and _ visi- 
bility); adaptability to current let-down 
aids; establishment of new let-down 
practices; mixing fixed-wing and _heli- 
copter trafic; problems of high-wind 
conditions; and airman standards. 


Ultra-light Low Cost Radio Compass 


Personal business pilots flying the 
lighter aircraft will welcome the an- 
nouncement of a new radio compass 
just placed upon the market called the 
“Bird Dog RDF-2 Radio Compass.” It 


weighs only 9.14 pounds and is manu- 


factured by Aircraft Specialty Lines, 
Inc. 

Highly compact, it includes the fol- 
lowing components: an 8 tube super- 
heterodyne tuner, measuring 12 x 6%2 
x 2°%> inches; vibrator-type power sup- 


(Continued on page 46) 
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ALBERTA FLYING FARMER OF THE YEAR award is presented to Varno Westersund, left, of 
Blackie, Alberta, by Roy T. Moore, Western Sales Manager for Trans Aircraft Co. 
Westersund’s farm is located approximately 25 miles southwest of Calgary, and has both 
north-south and east-west runways of 2,000 feet in length. Westersund, president of the 
Alberta Flying Farmers, was presented the trophy for his efforts in coordination and 
progress of the Association. The trophy was donated by Piper Aircraft Corp. and the 


Canadian Distributors, Trans Aircraft Co. 


Commander 680 for Survey 


Commander Aviation Ltd., of Gan- 
anoque, Ont., distributor for Aero Com- 
mander aircraft in eastern Canada, has 
recently leased an Aero Commander 
680 to the Department of Mines and 
Technical Surveys. The executive-type 
aircraft is to be used on an airborne 
magnetometer survey project in the 
Maritimes under Decca control. 

After installation of Decca naviga- 
tional equipment, the Aero Commander 
will be operated for the Department by 
crews of Spartan Air Services Ltd., 
Ottawa. Conversion for survey work of 
the aircraft was done by Spartan. Modi- 
fications included installation of tail 
boom magnetometer. Decca gear, radio 
altimeter and a cabin lined with elec- 
tronic gear. 

The most striking of these modifica- 
tions is the tail boom magnetometer. 
The existing tail cone was cut, rein- 
forced and fitted with a metal housing 
for the survey instrument. A sensitive 
bulb completes the installation. The 
magnetometer is used in direct explor- 
ation for ferrous type minerals, (iron, 
nickel and titanium), indirectly to lo- 
cate oil, and to gain general knowledge 
of structural geology. 

Plans call for the Aero Commander 
to fly more than 700 hours this summer 
covering more than 110,000 line miles 
with the magnetometer and_ aerial 
camera. Main operating bases will be 
St. John and Moncton, New Brunswick; 
and Sydney and New Glasgow, Nova 
Scotia. 

A British Mark 8 Decea navigation 
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system was installed in the aircraft as 
an aid to accurate air survey naviga- 
tion using the newly opened Quebec- 
Maritimes Decca chain. The Decca sys- 
tem employs groups of low frequency 
ground transmitting stations sharing a 
common master station. The system sets 
up stationary standing wave patterns 
whose intersections give precise naviga- 
tional fixes to Decca receiver equipped 
aircraft flying within the pattern. 

The Decca information is presented 
on four Decca dials and the character- 
istic Decca map and pen set-up. The 
Decca dials in the Commander will be 
continuously photographed by a 16 mm 
recording camera for future use. 

Other flight aids incorporated in the 
aircraft are: Sperry Gyrosyn C-4 com- 
pass, high frequency Hamlyn HTR-10 
communications radio, dual ARC-21 
radio compasses, a Narco Sapphire 
VHF radio, and an APN-1 radio altim- 
eter. In addition, an Aeropath contin- 
uous strip film camera shoots through a 
hole in the cabin floor recording the 
flight path on film. 

The program to be handled this year 
by the Aero Commander was flown for 
8 previous years in a Canso aircraft, 
operated by Spartan crews. The Canso 
was much larger and slower than the 
Commander and this year’s program is 
in the line of an experiment at cutting 
costs with a smaller and faster aircraft, 
a smaller crew and easier maintenance. 


Wolf Hunting From The Air 


Ontario Lands & Forests Department 
officials in Kenora report that wolf 


hunting from aircraft is still one of the 
most popular winter sports in that part 
of the province. The annual kill has 
remained fairly stable over the past five 


years. 
The largest number presented for 


bounty was 30] in the winter of 1956-57, | 


Of these, 183 were killed from aircraft. 
The game is to catch a wolf, or a wolf 


pack, out in the open. While one man | 


flies the aircraft, the other handles a 
rifle out of the open window. Wolves 
caught out on the middle of a lake by 


a pair of hunters in a light aircraft | 


usually fall easy prey. 


The average yearly bounty paid in | 


the past five years for wolves was 
$6,065. 


Names Make News 


Two senior appointments in the Tele- | 
communications Branch of the DoT are | 


Mr. C. M. Brant, promoted to Chief of 
Technical Co-ordination, and Mr. W. A. 
Caton, to controller of Radio Regula- 
tions. 

Retirement of Frank L. Tretheway is 
announced by Orenda Engines Ltd. 
where he was vice president, sales-serv- 
ice. His career started with deHavil- 
land of Canada. 


G. W. “Geof” Northcott has joined | 


Spartan Air Services Ltd., as chief of 
pilot training and standardization of 
flying procedures. 

Kenneth F. Saunders, DSC, AFC, re- 
tired from his position as Regional 
Superintendent of Air Regulations, 
DoT, at Edmonton, Alberta. 

A. J. Johnson has been named as 
general manager of Timmins Aviation 
(Terminals) Ltd., Montreal Airport. 


Aircraft Salvage Company 

A new company specializing in the 
survey of damaged aircraft for insur- 
ance companies and owners, as well as 
salvage of damaged aircraft, has been 
formed in Vancouver. Known as Far 
West Aircraft Salvage & Survey 
Limited, it is headed by Dennis Me- 


Cartney, who has been named presi- | 


dent. 


Homebuilders Kit for Canada 


A recently formed company, Ma- 
randa Aircraft Regd., Montreal, is 


marketing a series of kit aircraft for 


Canadian home-builder fans. Headed 
by Bernard C. Maranda, president, the 
company has obtained sole Canadian 
and foreign rights to manufacture the 
French-designed prefabricated kits for 
the RA-14BM1 “LOISIRS”; the RA- 
15BM2, and the RA-17BM3, all of 
which are light, high-wing monoplanes. 

Manufacturing and selling rights for 
kits or complete aircraft, for Western 
Canada only, have been granted to Fal- 
conar Aircraft Maintenance, Edmonton. 
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Representatives of the three types for 
which Maranda has obtained rights is 


the RA-14BM1, a two-seat light cabin 


strut-braced monoplane with folding 
wings. It can be powered by any engine 
in the 40-65 hp range, with the 65 hp 
Continental being a popular choice. 
With this engine the following perform- 
ance is obtainable: max speed 87 mph; 
landing speed 31 mph; ceiling 13,120 
feet; range 280 miles; take-off 109 
yards; landing run 66 yards. 

There are two kits available for this 
particular aircraft, these differing in 
that one contains many parts and com- 
ponents ready for assembly, while the 
other one is made up mainly of cut-to- 


size materials which must be fabri- 


| 


/ 


cated into such items as ribs, etc. The 
latter kit, known as Kit No. 1, less en- 
gine, is priced at $1,600 plus $50 for 
crating. 

The more elaborate Kit No. 2, con- 


taining finished ribs, spars and tips for 


wings and tail, and completed fuselage 


frame and engine mounts, costs $2,420 


(less engine) plus $150 for crating. A 
completed airframe less engine can be 
obtained for $3,500 plus $200 for crat- 
ing. A finished aircraft with 65 hp Con- 
tinental costs $4,600. All prices quoted 
are FOB Montreal. 

Additional details concerning the 
RA-14BM1 or the other two types men- 
tioned may be obtained from Maranda 
Aircraft Regd., 8375 Baillage St., Mon- 


mireal 5, Que. 


“Otter Fire-Fighter Sold 


The New York State Forest Conserva- 
tion Department has purchased a Can- 
adian designed and built deHavilland 
Otter for use in fighting forest fires 
caused by lightning in remote areas. 

For this application the Otter was 


fitted with the rapid-load, rapid-dump 


tanks which are mounted on the floats. 
These tanks were developed and suc- 
cessfully tested by the Ontario Depart- 
ment of Lands and Forests in 1957. In 
addition to the water dropping chore, 
the Otter will transport fully-equipped 
eight-man fire fighting units to isolated 
fire sites. 

The tanks ate filled by means of 
scoops positioned between the floats as 
the aircraft skims across the water. 
Total time for a filling operation from 
touchdown empty to takeoff full is 18 
seconds. Three-quarters of a ton of 
water is dumped in a single drop. Op- 
erating from a lake situated one mile 
from the fire site, a single Otter can 
dump 14 tons of water in an hour. 

While the delivery of the greatest 
amount of water in the shortest possible 
time was the prime target of the de- 
velopment of the float tanks, there are 
other features of this technique that 
add to its superiority over all previously 
tried methods. 

The entire operation is conducted by 
the pilot without assistance, and the 
equipment can be used in conjunction 
with other control measures without 
danger to the fire fighters. The tank 
equipment does not interfere with the 
normal operation of the aircraft, and 
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Royal Gull Gets New Owner 

Eastern Provincial Airways, of Gan- 
der, Newfoundland, has bought the 
Royal Gull demonstrator belonging to 
Timmins Aviation Ltd. 

The company expects to utilize their 
new aircraft at least 1,000 hours per 
year. It will be flown in a three fold 
role: ambulance work, mail carrier and 
executive passenger service. 


only fractionally reduces its loadcarry- 
ing capacity. 

This means that it can continue its 
functions of transporting men, equip- 
ment and supplies to fire sites, carry out 
patrol and evacuation missions and still 
be instantly ready for water-dropping 
operations. If necessary, the tanks and 


scoops, (total weight 170 pounds), can: 


be carried in the cabin. Two men can 
complete reinstallation in ten minutes. 


Fish Planting in Ontario 

Aircraft were used this year to speed 
up spring planting of yearling fish in 
the myriad trout lakes in Ontario. In 
less than two hours, fish are transported 
from hatcheries, transferred to Ontario 
Department of Lands and Forests 
planes equipped with oxygen, and 
dropped into lakes in a shower of 
spray. 

According to K. K. Irizawa of the 
Department’s Pembroke staff: “The 
success of a planting depends largely 
upon the pilot, the weather and the 
limitations of the aircraft used. When 
a strong wind is blowing, there is dan- 
ger that the relatively light load will be 
blown to shore before reaching the 
water. This is especially true when the 
planting is in one of the smaller lakes 
situated in a hollow with hills all 
around. 

“Tf the fish are dropped from too 
high, more than 800 feet, the mortality 
rate jumps excessively. This is ap- 
parently due to the time lapse which 
may allow the fish to dry out during 
the long fall. The other factor is that 
the aircraft is travelling at a consider- 
ably greater speed than that of the fish 
when they are falling free. Therefore 
the drop must be made from sufficient 
altitude to allow the fish to slow down 


The purchase marks Eastern’s first 
venture into the twin-amphibian class. 
The company’s activities vary from fly- 
ing seal hunters to rescue and mercy 
missions. The Gull will be operated 
under the most severe flying conditions 
along the rugged Newfoundland and 
Labrador coast. 

(Behind the Gull in the photo is a 
deHavilland Dove.) 


to normal falling speed before striking 
the water.” 


New Company Formed 

Tim-Com Engineering Limited, a com- 
plete aviation electronics sales and serv- 
ice organization, has been formed at 
Montreal’s Dorval Airport. The new 
company has been organized to plan, 
install, test and service any type of 
electronic system in any aircraft. 

President is R. D. Quart, P. Eng. 
Mr. John A. Timmins has been named 
vice-president; Ian V. Meller, P. Eng., 
as service manager; and Donald M. 
Martin, P. Eng., as sales manager. 

The facilities of Tim-Com Engineer- 
ing are capable of executing any assign- 
ment from the replacement of a radio 
tube to the complete installation of a 
weather radar system. The company is 
also prepared to plan, supply, install 
and maintain ground-to-air and ground- 
to-ground communications, involving 
both portable and high power equip- 
ment. All work is done in accordance 
with DoT regulations. 


Personnel Licences 

The number of pilot licences of all 
types in force in Canada at the end of 
March 1958, showed a decrease of 14 
over the total in force at the end of 
1957. 

The greatest change was under the 
private pilot category. Of a total of 
7,832 at the end of 1957, there is now 
a total of 7,796. 

Commercial licences dropped 12 from 
2,411 at the end of the year to 2,399; 
senior commercial from 399 to 374. Air- 
line transport licences showed a healthy 
increase from 968 to 999. Glider pilots 
in Canada have increased by 4 to a 
total of 291 as of March 31. 
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pilot’s report 


THE SUPERIOR SATELLITE 


The enthusiastic clamor caused by 
the 4-5 place, single and light-twin 
business aircraft has almost drowned 
out the voice of the smaller business 
pilot who is not flying because of the 
lack of a new, modern, good performing 
2-place airplane. On a business trip 
with chartcase and overnight bag for 
company, 3-4 empty seats are difficult 
to justify, plus the proportionately 
greater initial and upkeep costs. Be- 
cause there are numerous non-flying 
pilots who could use airplanes, Skyways 
feels that the following report can give 
encouragement to many small businesses 
needing aircraft. 


rriving at the Hawthorne, Calif., 

Airport to make a check flight of 
Superior Aircraft Co.’s new “Satellite,” 
I spotted the craft as it entered the 
traffic pattern. As the low wing, tricycle- 
geared ship rolled up the runway, I was 
impressed with the wide spacing of the 
landing gear and the sturdy appearance 
of the cantilever wing with up-turned 
tips. 

Bob Hunt, chief pilot of Superior, 
parked the plane and stepped out. I 
asked him to brief me on the outstand- 
ing features of the ship. He replied that 
the outstanding features would be more 
easily discerned in the air, but he’d 
oblige with the physical details. 

We started at the front with the 
closely cowled engine installation and 
controllable prop. The cowling is re- 
tained with plain Dzus fasteners which, 
while a little slow operating, have the 
big advantage of being dependable and 
easily available if replacement is neces- 
sary. | commented that the cowl was of 
several pieces. Bob replied that while 
for performance close cowling is essen- 
tial, the small sections make it easy to 
get to any part of the power plant for 
checking or maintenance without hav- 
ing to strip off the whole cowling. 
Weight and cost advantages were 
brought up as was less chance of fatigue 
cracks in the small sections when the 
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by Charles Roberts 


ship has a lot of time on it. 

The landing gear has “over center” 
lock links on the main and nose gear in 
plain sight where it is easy to check. 
Seals and most of the oleo parts are 
interchangeable in all struts for ease of 
maintenance. Dual landing lights are 
well out on the landing edge of the 
wing to avoid glare. 

The increased dihedral of the wing 
tip contributes greatly to the stability 
of the ship in‘rough air. Large span 
slotted flaps and an all-moving stabilizer 
interconnected with the flaps, eliminates 
retrimming of the ship as the flaps are 
lowered. 

The entire ship, with exception of 
the fabric-covered rudder, is of bonded 
and impregnated wood and plywood, 
giving smooth surfaces and low main- 
tenance. After dipping to keep out 
moisture, the wood surfaces have a 
cellulose and fiber finish which has 
proved extremely good over long 
periods of weathering. In areas near the 
ocean, wood aircraft have been standing 
up even better than metal ships which 
often encounter serious corrosion prob- 
lems even if painted. Bob made the 
point that the actual number of ships 
disabled by metal fatigue and corrosion 
greatly exceeds the number of wood 
aircraft damaged by deterioration. 

A convenient handle just above the 
rear windows assists stepping from the 
ground to the wide wing walk provided 
on each side of the fuselage. Entry to 
the cockpit is via a unique windshield 
hinged along the front edge. It swings 
up and forward to give a really sizeable 
opening. This also gives access to the 
6 cu-ft baggage compartment, rated 
at 60 lbs capacity, between the firewall 
and the instrument panel. Removal of 
the aft wall (by means of a few screws) 
gives complete, convenient access to the 
rear of the instrument panel. A few 
more screws will allow the removal of 
the whole compartment giving access 
to the brakes and rudder control system. 
A real maintenance dream, this one! 


} 


It was a pleasant surprise to find 
unusually ample room for my 6-{t, 1-inj 
frame in the 2-place cabin. The adjust} 
ing handle for the seat is located on the 
outboard side. It has three positions: 
With the windshield closed the head 
room was really noticeable, no need tc 
slouch or bend over to look out the 
windows. 

Cockpit layout is simple and conven 
ient. Engine controls are grouped on 
console below the center of the instru 
ment panel. Master switch, parkin 
brake and starter are conveniently a 
the base of the console just below spae 
for the radio installation. There ar 
dual rudder pedals and sticks with t 
brakes on the left. The landing geay 
retraction switch is on the instrumer 
panel in front of the pilot and under 
bright red guard, completely away fro 
other switches, to prevent accidents. 

Nose wheel steering is provided 
linked to the rudder pedals, givin 
positive control even at high taxi 
speeds. The ground can be seen a few 
feet in front of the ship. 

There was no swerving tendency a 
takeoff even though the throttle was 
opened quite rapidly. At 65 mph, a 
little back pressure lifted the ship off 
neatly after an 800-ft run. For best per- 
formance climbing airspeed should b 
just below 80 mph. Gear retraction tim 
is six seconds. With power reduced to 
climb settings we were getting 500 to 
700 fpm at gross weight of 1600 lbs. 

At 2,000 feet, I lowered the nose, 
shifted the prop to high pitch and 
trimmed the ship. Airspeed climbed to 
125. Despite the noticeably small ai- 
lerons, the rate of roll is phenomenal 
for a personal type airplane. 

Some stalls followed, both power on 
and off, gear and flaps up and down. In 
no case can a stall in the true sense be 
achieved. The ship retains excellent 
rudder and aileron control throughout 
and in most configurations just sits in a 
controlled, nose high “mush” until the 

(Continued on page 43) 
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ockpit Air Contamination 


While much attention has been given 
o carbon monoxide poisoning in the 
‘ecent past, CO is by no means the only 
1azard to guard against. There are 
ther toxic agents which are equally 
is dangerous—vapors of fuel, hydraulic 
quid, coolant fluid and fire extin- 
suisher chemicals. 

Gasoline vapors are heavier than air 
nd are readily absorbed by the lungs. 
[hey are poisonous in concentrations 
‘ar lower than that required to cause 
dre or explosion. If the concentration 
s high, symptoms may appear after 
nly a few minutes of exposure. Slight 
2xpOsure causes dizziness, nausea and 
aeadache. These are the primary symp- 
oms for most of the inhaled poisons 
iscussed here. 

Acute poisoning is marked by burn- 
ng, watering eyes, restlessness, excite- 
a disorientation, disorders of 
speech, vision and hearing; and in ex- 


ag convulsions, coma and death. 


In one commercial airline accident it 
was determined that the 25 passengers 

ho remained in the aircraft died from 
xposure to gasoline vapor, possibly 

ithin five minutes. The evaporation of 

8 gallons of gasoline would result in 

a vapor concentration of 20 percent 
which would be lethal in a few minutes. 
_ This hazard may be present along 
with the fire and explosion hazard at 
any aircraft accident where tanks are 
ruptured. 

When oil escapes onto hot engine 
parts and fumes enter the cockpit, the 
pilot may experience symptoms similar 
to carbon monoxide poisoning, includ- 
ing headache, nausea and sometimes 
vomiting, in addition to irritation of the 
eyes, nose and throat. 

Hydraulic fluid is in the same chemi- 
cal family as engine oil. A small leak 
from a hydraulic pipe or gage under 
pressure may release a finely divided 
spray of hydraulic fluid which diffuses 
quickly throughout the cockpit. Some 
of the chemicals in hydraulic fluid are 
toxic when inhaled. The octyl and pro- 
pyl alcohols, for example, are about 12 
times as potent a narcotic as ethylalco- 
hol (the drinking kind). They also irri- 
tate the eyes and lungs, cause headache 
and vertigo and actual impairment of 
judgment and vision. 

Experimental animals have been 
killed in a few hours by exposure to 
tir containing 3 mg per liter of hydrau- 
ic fluid. And that’s not much—about 
he same as 1/100 of a standard-size 
aspirin in a quart. 

Fire extinguishers can be lethal un- 
Jer certain circumstances. Within the 
uircraft itself there is the possibility of 
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AFETY DIGEST 


CHARD W. GROUX, Assistant to Executive Director NBAA 
omptled and edited from leading air safety publications issued by military, naval, 


irline, government agencies and from private and business pilots’ experiences. 


overconcentration of CQO» (carbon di- 
oxide) from discharging a portable fire 
extinguisher, even the little two-pound 
trigger model. If the fire is in clothing 
or upholstery, it might be wise to con- 
sider using your precious jug of coffee 
on it in a small cabin like a Beech- 
craft’s—don’t do this on electrical or 
flammable-liquid fires though! A car- 
bon-tetrachloride extinguisher can pro- 
duce toxic vapors when the carbon tet 
is vaporized by the fire you’re trying 
to extinguish. 


E... Is For Eating 
E... ts For Efficiency 


E is also for excellent, effort, eggs, 
eclairs, endocrine, enemy and emolu- 
ment. But the first two items, Eating and 
Efficiency, are related more closely than 
any of the others. And especially so to 
you, oh skillful steersman of aerial 
steed. Eat you must, and efficient you 
must be, but the mere act of accom- 
plishing one does not guarantee at- 
tainment of the other. 

Your Eating for Efficiency can be 
divided into two main fields, and since 
not all aviators are affected by both, 
you might be one of those lucky ones 
who has only one to worry about. 

The first concerns what you should 
eat to keep your energy and efficiency 
level from falling below the high stand- 
ard that is demanded by your job. Until 
science finds how to extract enough 
energy from a quick cuppa coffee and 
a cigaret, everyone who whips through 
that kind of breakfast is playing Rus- 
sian Roulette with himself and with the 
lives and safety of others. 

The second field concerns what you 
shouldn’t eat. Nosireebud, if you're 
out to prevent expansion of that equator 
area down around shirt button six, 
you’ve gotta expand your list of ver- 
botens first. 

The Egg and You 

Let’s say a pilot arose late, ate a 
hurried and completely inadequate 
breakfast of coffee and doughnuts, 
kissed his wife an inadequate peck on 
the cheek and rushed off to work. 

By midmorning he was already anx- 
iously awaiting lunch. He became more 
preoccupied with his state of hunger 
than with the task at hand—that of 
controlling an aircraft. 

Aside from hunger (and more im- 
portant to the medical men) his blood 
sugar level, not strongly enough forti- 
fied by an adequate morning meal, 
began slowly to deplete. The results 
were characterized by irritability, nerv- 
ousness, easy fatigue and weakness. 

According to a study by the Depart- 


ment of Agriculture, the consequences 
of low blood sugar (most significant in 
aviation) include delayed responses, 
which are themselves often incorrect 
or inappropriate, and profound impair- 
ment of rationality, reasoning and in- 
tellectual ability. 

Eating a light, inadequate breakfast, 
or no breakfast at all, low blood sugar 
(“relative hypoglycemia” says Doc) 
will render any problem or stressful 
situation less tolerable and more dif- 
ficult to cope with. 

In this condition, problems which 
require split-second decisions are less 
likely to be met with a correct solution 
or response. 

What constitutes a common, but in- 
adequate, breakfast as related to low 
blood sugar? It was found that no 
breakfast or a cup of black coffee alone 
resulted in no rise of blood sugar 
above that of the fasting state. 

With the inclusion of sugar, toast or a 
doughnut however, a rapid but transient 
rise in blood sugar occurred, followed 
by a rapid decline to a low level. This 
in turn resulted in inefficiency, fatigue, 
weakness, headache and lack of 
coordination. 

Reason for this decline is that the 
carbohydrate from doughnuts, sugar 
. . » is digested almost immediately. 
Sugar floods the blood stream and 
insulin is overproduced. This in turn 
causes a dangerous drop in blood 
sugar. 

Now this is where that one, lone egg 
enters the picture. The inclusion of 
protein, whether it be in the form of 
eggs, bacon, cereal, or milk, will fulfill 
the requirement for optimum blood 
sugar levels. 

Protein regulates and slows the pro- 
duction of sugar so that a steady supply 
is provided throughout the morning. 
There is no doubt that well-being and 
efficiency during the morning hours de- 
pends upon the amount of protein eaten 
at breakfast. 

A survey conducted at an Air Force 
base among student pilots discovered 
that as many as 50 percent went flying 
without a proper breakfast. At the same 
time, the unexplained accident rate for 
the command was far too high. 

With the information at hand, an 
“eat your breakfast” campaign got un- 
derway. When the pilots began to con- 
sume an adequate morning meal the 
accident rate of the command fell to 
the lowest on record. 

Gulping a cup of coffee and quickly 
devouring a doughnut might be the 
expedient thing when you're getting a 
late start in the morning, but it’s hardly 
the wisest thing to do. Far wiser is he 
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... no drums, no trumpets... 
but a medley of services for those whose 
moments are valuable! 


A customer of Newark Air is doing us a-favor when he calls. 
He brings us his wants — it is our job to fill those wants. 
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Around the clock, N.A.S. delivers complete, efficient ter- 
minal, maintenance, storage and refueling services. 


Need a convenient conference room; seeking rail, air or 
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jings, your blood sugar level will drop 
ngerously low. You’ll become nery- 
\s, irritable, weak. By eating just one 
sg you'll be able to maintain that all 
iportant level—you might save your 
jvn life, and others as well, and an air- 
ane, too. 

Not scheduled to fly? Have that egg 
jtyway—you'll make friends when you 
mange from a_ nervous, irritable 
yrooge to a kind, benign signer of 
pecial liberty chits. 

j Are you convinced that you need a 
j0d hearty breakfast before launching 
ito the murky blue? Well, now that 
jou've had your eggs over easy, let’s 
ep to another very related facet of this 
jery enjoyable eating business—what 
Jou shouldn’t eat. 


Overweight Kills More People 
Every Year Than Cancer 

Now that’s a pretty strong statement 
> make, but we'll proceed to justify it 
nd tell you a few things about over- 
reight. 
| First off, when you’re carrying a 
Higher gross on your frame, you have 
2 use more power to get around. Just 
ike airplanes. 
Second, all that extra blubber needs 
o be fed from your blood stream, and 
pushing more blood around through 
ore channels puts an additional load 
m the old pump. 
- Third, all your excess tonnage isn’t 
1ecessarily sitting out there behind the 
elt buckle, in plain view of God and 

an. No, there’s a substantial amount 
oating around loose in your blood, as 
iny droplets. 
_ These are the little rascals that really 
‘aise havoc with the system. There is a 
zrowing body of medical evidence to 
prove that these promote the deposit 
af a fatty sort of scale on the inside 
9f blood vessels which narrows them 
Jown, hardens the walls and in general 
Jecreases the amount of blood available 
o the tissues. 

The place where this really hurts is 
in the heart. This is the first stage in 
he type of heart disease which leads 
0 heart attacks, and people who are 
yverweight are far more susceptible to 
neart disease than other types. And 
1eart disease is our number one killer. 

Overweight hurts you in other ways, 
10t to mention appearance. Because of 
ull the extra load on your heart, it saps 
your energy. You tire easily. 

Just to mention a few others, high 
dlood pressure occurs more often in 
»eople who are fat, as does diabetes and 
yall biadder disease. And if you ever 
some up for surgery of any sort, any 
surgeon will tell you he considers an 
Wverweight patient a poorer risk than 
me who is “in shape.” Are you sold 
yet? 

Which brings up the subject of— 
(ugh)—diets. Let’s face it, there is no 
sasy way to lose weight, no magic pill 
10r hormone. In order to do it, you must 
irst make the sincere confession “I’m 
yverweight because I eat just too dog- 
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gone much.” In fact 99.99% of all peo- 
ple who are overweight are that way 
because of simple overeating. When 
you take on more fuel than you burn, 
the rest of it turns to fat. The way to 
diet, though, is NOT to cut down to 
one meal a day. It’s important that you 
eat three meals, but never a big meal, 
and never a snack between. 

Even though we’re talking about 
eating, what about alcohol?? Besides 
impairing your efficiency directly, al- 
cohol is loaded with calories—(the 
distillers are still working hard on creat- 
ing a no-cal booze, but no target date 
has been set). General rule of thumb: 
an ounce of grog has about the same 
number of calories as its proof. 

The time to start is right now. I 
you're on the coffee-and-a-kiss break- 
fast, keep the existing ingredients, but 
add that all-important protein-providing 
egg. (If time is critical, we recommend 
you skip the coffee rather than the kiss; 
the coffee contributes little, but even 
the standard hasty smooch sends you 
off to work with a lighter, gayer step). 

And if you’re the Fat Man whom 
everybody loves, except your friendly 
flight surgeon, see him now and he’ll 
almost guarantee that (with your 
cooperation) it will take a lot less sand 
to cover you up on the beach this 
summer. 

’*Scuse us, it’s time for our creamed 
lobster salad! (Approach USN) 


Tower of Babble 


The Beech was just turning onto final, 
gear down, flaps 30, props full forward, 
when the tower said, “Hold clear, nine.” 

“Hold clear (?) Guess he wants us to 
wave off,” grumbled the pilot, “okay, 
dump the flaps,” and he reached for the 
throttles. A moment later the air in the 
cockpit was blue with four-letter words 
as the pilot lunged for the flap lever 
and raised them from the 45-degree- 
down position that the copilot had 
placed them in. 

“What in $4#%@#? did you lower 
the flaps for? I said to dump the flaps, 
don’t you know that means to get rid 
of ’em?” 

Before the nervously shaken copilot 
could reply the tower called to ask why 
they had taken a waveoff. In a few more 
explanatory transmissions it developed 
that the tower’s “Hold clear, nine” was 
intended for a Convair holding off the 
runway—seems he was starting to inch 
up onto the runway. Yep, both the Beech 
and the Convair were number nine. 

The mythical Tower of Babel had 
nothing on this situation, nor on many 
other similar situations that take place 
in aviation nearly every flying day. The 
confusion that exists in cockpits, in con- 
trol towers and on the line is astound- 
ing—and it’s astounding that more ac- 
cidents don’t happen because of wrong 
or non-standard terminology and 
signals. 

The confusion in the above case 
originated in the tower, but towers aren’t 
the only source of conflicting words and 
instructions that can end in disaster. In 
fact, it’s often no words rather than 
words that create a hazardous situaticn. 


There are three underlying causes for 
the misinterpretations that arise out of 
situations like the one described above. 

First is the English language which 
is littered with pitfalls in its written and 
spoken forms. Even under ideal condi- 
tions “go” can sound like “no”; and 
“sear” sounds like “clear,” “prop” can 
be interpreted as “stop.” 

Second bugaboo, mathematical prob- 
ability, says that if you say “nine” 
around a busy airfield often enough, 
there’s bound to come a time when two 
nines will answer up. 

And the third offender, the only cor- 
rectable one, is people. Ever since 
“Hell’s Angels,” a great preponderance 
of the people who work in, on or around 
airplanes seem to talk the terse, grade- 
B movie “flying talk.” It’s a normal, 
human trait that you can’t blame people 
for, to talk the “jargon of the trade.” 

But individuality makes us invent our 
own jargon, and some of it just doesn’t 
get around to the right people until 
panic button time. Now there’s one— 
Panic Button—bet you can find a lad 
who'll look all over the cockpit for one. 

Well, what would YOU do if you 
had half flaps and your pilot told you 
to “Dump ’em?” The copilot in this 
story had heard the phrase before, but 
to him “dump” was synonymous with 
“down and “lower.” His pilot insisted 
that “dump” meant the same as “jetti- 
son,” “get rid of,” “do away with,” 
“spill.” 

You can probably think of several 
pet phrases right now that are perfectly 
clear to your crew, but what about the 
young lad who just offered to be a 
“warm body” for you so you could run a 
Beech up to Norfolk or North Island 
for some parts? Never flew with you 
before, but this is daylight VFR and he’s 
just sitting there to run the wobble 
pump, ...and then you make that back- 
ward motion over the throttles as you 
go to raise the wheels, so he’ll ease off 
to 30” for you. Oh, you didn’t think he’d 
pull them all the way back on you? 
Well, there’s a pilot who now touches up 
the gray hair that was brought about 
by a lad who did just that. 

One of our pet peeves turned into a 
near-accident not long ago—we grumble 
and growl when towers ask us to “ex- 
pedite this’ and “expedite that” be- 
cause we like to expedite through the 
clear blue air, but we rebel at being 
rushed into a hasty ground check or 
takeoff. 

So, when the tower asked a lined-up 
aircraft to “expedite clearing the run- 
way,” they weren’t sure whether they 
were supposed to hurry up and take off 
or hurry up and taxi back off the run- 
way. The tower operator knew what he 
wanted, but the resultant dangerous 
confusion arose because the pilot re- 
sponded with his own perfectly logical 
interpretation of “clearing the runway.” 

And then there was the many- 
thousands-of-hours pilot who saw that 
his student was going to fly right down 
into the runway, so he said “break it” 
... BREAK IT—NEVER MIND, I’VE 
GOT IT... #$%#$#%. Turned out 


the youngster was braking as hard as 
(Continued on page 52) 


35 


NBAA Member Stars Again at Reading 


FLAGSHIP OF U. S. INDUSTRIAL FLEET is Super Ventura of National Distillers & Chemical 
Co. Harold Curtis holds trophy as company personnel look on. Plane is equipped with 
Bendix radar, FDR-1D; transmitters (2) TA-20; receivers (2) RA-18C; marker MK7-A. 
Collins Nav. Rec. 51-R3 (2); Glide path 51V-3 (2); HF system 185-4A; transponder. 
Sperry Autopilot SP-20; R-1 indicator; C5-B compass (2); engine analyser. A.R.C. audio 
system F-11; ADF ARC-21 (2). Pratt & Whitney 2800 engines, Firestone and Goodyear 
tires, cabin audio Hi-Fi system, cockpit monitoring system. Champion Spark Plugs are 
used. Radome (for all Howard Super Venturas) is by McMillan Industrial Corp. These 
equipment manufacturers are all NBAA members. 


Awards Presented At Ninth Annual 


Reading Maintenance-Ops Meeting 

Taking top honors at the Reading, 
Pa., meeting was the National Distillers 
& Chemical Co.’s Super Ventura, 
piloted by Harold Curtis, “Flag Ship 
of the Industrial Fleet.” 

Other awards were: Antique Aircraft, 
Oldest Antique, 1928 Waco-10 of Rob- 
ert Hoover. Best Restored antique, 1932 
Waco UEC of John B. Stirling. 

Single Engine: Best Exterior, Beech- 
craft G17 of J. J. Ryan; pilot, R. V. 
Brugh. Best Equipment & Instrument, 
Cessna 182 of Ed Chadderton. Best In- 
terior, Helioplane of Laren Pitcairn. 
Best of Class, Chadderton’s 182. 

Twins Under 5,000 Pounds: Best Ex- 
terior, Cessna 310B of New York Wire 
Cloth Co. (NBAA member); pilot, 
Stanley Smith. Best Interior, PA 23 of 
Oval Wood Dish Co.; pilot, Burt Whit- 
comb. Best Equipment & Instrument, 
Cessna 310B of N.Y. Wire Cloth. Best 
of Class, Cessna 310B of Ed Chadder- 
ton; pilot, Joseph Buckwalter. Honor- 
able mention for best of class, N.Y. 
Wire Cloth’s 310. 

Twins 5,000-12,000 Pounds: Best Ex- 
terior, Commander 520 of Summitville 
Tiles; pilot, Fred H. Johnson. Best In- 
terior, Beechcraft D18 of Braund Ply- 
wood Inc.; pilot, Wm. M. Gunn. Best 
Equipment & Instrument, Commander 
680 of Stackpole Carbon Co.; pilot, 
Richard Y. Cargill. Best of Class, 
Beechcraft D18S of Virginia Coal & 
Iron Co.; pilot, Chuck F. Sowa. Honor- 
able Mention for Interior and Exterior, 
Beech D18S of C. L. McMahon. Honor- 
able Mention for Equipment & Instru- 
ment, Beech D18 of Braund Plywood. 
Honorable Mention for Best Interior, 
Commander 520 of Summitville Tiles. 

Twins over 12,000 Pounds: Best Ex- 
terior, Super Ventura of National Dis- 


tillers & Chemical Co. (NBAA mem- 


NANCY NARCO served more than 1,000 
cups of coffee at Narco/VanDusen booth 


ber); pilot, Harold Curtis. Best In- 
terior, Convair 440 of U. S. Industries 
(NBAA member); pilot, R. G. Reck- 
ner. Best Equipment & Instrument, 
Super Ventura of National Distillers. 
Best of Class, Super Ventura of Na- 
tional Distillers. 


Aviation Maintenance Standard 
Round Table Topic for August 


Forum subject at the Reading Main- 
tenance and Operations Meeting was 
“Aviation Maintenance Standards.” It 
resulted in a free-swinging, entirely un- 
inhibited hangar flying session. Don’t 
miss this interesting, topical discussion 
in August SKYWAYS. 

Moderator is George Weitz, Deputy 
Chief, General Safety Div., CAA, Wash- 
ington. Other panelists included 
T. D. Allegretti, Champion Spark Plug; 
A. E. Gossett, AC Spark Plug; E. P. 
Kovac, Lockheed Aircraft Service 
Internat]; R. S. Scott, Airwork; K. E. 
Voelter, Gen’] Aviation Advisor, CAA; 
E. D. Kelley, Reading Aviation Service; 
A. E. Custer, No. Natural Gas. 


Round Table 


(Continued from page 21) 


the industry as a whole. The airlines) 
jets will be using igniters instead ob 
spark plugs. The general commercia 
aircraft market will continue to us 
spark plugs. 

Kovac: Regarding money saved, if an 
to overhaul spark plugs, we hav 
found that it is possible to overhaul 
between 10-20 spark plugs an hour. AY 
new spark plug costs about $2; we'v4) 
concluded, therefore, that it is worth} 
while to overhaul a spark plug. 


} 


Valve and Piston Burning 


Campbell: Mr. Mecca, how do you 
folks do in that field? 
Mecca: We have had considerable exy 
perience. I believe that we were the} 
first in the field with a 91 octane high! 
compression small engine. Besides spark} 
plug fouling, we also experienced fret 
quent valve and piston burning. Theg 
solution to the burning problem was} 
two-fold. (1) Education of the operato» 
on the use of the mixture control anc 
(2) redesign of the manifold syste ny 
for better lead distribution and bette 
cooling of the combustion chambers 
principally through the use of a 
sodium-cooled free exhaust valve. 

Other design features were also inj 
corporated which protected the exhaus#| 
valve and valve seat from attack by the 
combustion by-products. The resend} 
family of helicopter engines is not} 


iy 
i] 


sensitive to detonation as long as thee 
proper grade of fuel is used and thee 


trol are observed. 


Detonation 


=] 


Smith: As long as we’re talking abo 
spark plugs, I’d like to say that a sparkk 
plug cannot cause detonation. There ar 
a lot of theories about detonation ant! 
pre-ignition, but, based on our expe+ 
rience, we can make that statemen* 
definitely. Spark plugs can, however 
cause pre-ignition. One of the mosi 
common causes of pre-ignition by af 
spark plug is a cracked ceramic. If ay 
spark plug nose ceramic cracks, a loosey 
piece may act as a glow plug and put 
the engine into pre-ignition. One o% 
the things we work hardest for is ag 
durable ceramic that will stand up in} 
the engine. While a spark plug will a 
cause detonation, a spark plug can be 
damaged by detonation. It is a destruc: 
tive force that can burn holes in pistonk| 
and it can crack spark plugs. Once a| 
spark plug has been cracked, it may} 
go ahead and put the engine into pre-! 
ignition. 
Musacchio: Mecca mentioned that our} 
current engines are practically deton-| 
ation-free I assume he’s referring} 
to the so-called light aircraft engine. 
But, referring to Lew Smith and my) 
own experience with high-powered en- 
gines, I know it is not true that the 
high-powered aircraft engines are 
detonation-free. In fact, I’d say that’s 
as far from the truth as you can get. 
I’d also like to mention the fact that 
Lew said that spark plugs cannot cause 
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detonation, but can cause pre-ignition. 
Tying in the petroleum people, isn’t it 
true that if you have a certain perform- 
‘ance number of fuel, the fuel is sensi- 
tive to different operating conditions 
and that the detonation band can change 
quite a bit? 
‘Haxby: This is not quite true because 
performance number is quite a scientific 
and precise measurement. It’s true you 
can vary the performance number of 
}the fuel, but you measure this after- 
pwards. If it is not up to the standard, 
Lthis is not fuel that you will receive. 
| But I would like to concur with Smith 
| that to our knowledge spark plugs will 
not cause detonation per se but they 
} can cause pre-ignition. It is our theory 
}that when you get detonation which 
j leads to pre-ignition, that the eventual 
) failure of a burned piston, which was 
j mentioned specifically, usually results 
} from the pre-ignition area rather than 
i from the detonation area. We’ve had 
occasions to look at lots of parts under 
‘both conditions. We seldom, if ever, 
} find what we attribute to be detonation 
f as a direct cause of an entire failure. 
} Musacchio: Going back to this busi- 
} ness of performance number on fuels. 
It’s true that if you vary the operating 
i conditions, as in cylinder head tem- 
} peratures, the sensitivity to detonation 
} changes. You might have two fuels at 
| the same performance numbers, but 
different chemical contents where, if 
) you ran them at the same temperatures, 
you might get the same detonation per- 
) formance. If you vary the cylinder head 
* temperature, you’d get different detona- 
' tion response. 
) Haxby: Sensitivity is actually defined 
as the difference between rich mixture 
_and lean mixture rating. When you 
| have a 115-145 fuel, this sets the sensi- 
| tivity of the fuel. If you go above max 
_ cylinder head temperatures, or if you 
| are operating outside the carburetor air 
temperature limits, for example, this 
_ changes your mixture strength. 
' Musacchio: [ was referring to some 
| tests that Wright made a few years ago 
- in which they found that with two fuels 
with the same performance number, by 
varying the temperatures of the cyl- 
_inders, the detonation response varied 
considerably. Varying temperatures 
from 400 to 500 degrees, for instance, 
they found that the sensitivities of the 
fuel varied even though they had the 
same performance number. The detona- 
tion response varied considerably to 
the extent where one fuel might run 
satisfactorily at higher temperatures 
and the other one would not. 
Foster: Can I take the liberty of de- 
fining detonation? Detonation is back- 
firing or spontaneous backburning in 
the combustion chamber. You have two 
spark plugs; you have a mixture in 
there; you compress it; your spark 
plugs start two little fires, and they 
work toward each other. Before they 
get to each other a spontaneous fire 
is started in the middle. It’s like back- 
burning to stop a forest fire. This gives 
you loss of power and gives you tre- 
mendous increases in pressure and 
temperatures. Now, to go a little further, 
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a pre-ignition is when these conditions 
cause enough excess heat in the cylinder 
and something gets glowing and gives 
a spark. 

Musacchio: I am only trying to bring 
out that I have seen conditions where 
with the same performance number 
fuel, if you varied the cylinder head 
temperature by X amount, the detona- 
tion increase might be measurable. 
Foster: You get more knocking on the 
knock meter. 

Musacchio: Les, whereas with the dif- 
ferent chemical fuel, with the same 
performance number, by varying the 
cylinder temperature to the same 
amount, detonation might increase to 
approximately two or three times what 
it was originally. 

Foster: I think this may be because 
you are effectively changing your fuel- 
air ratio by changing the temperature 
of operation. 

Haxby: When we speak of a fuel per- 
formance number, a group of numbers 
100—130, we as suppliers are guar- 
anteeing that you have a minimum of 
100 lean and a minimum of 130 under 
rich mixtures. In certain cases you get 
more than we guarantee. This has to 
do with our refinery economics. Some- 
times it is to our advantage to give youa 
few extra lean numbers, or to give you a 
few extra rich numbers. So, if you were 
buying 100-130 fuel, it is entirely pos- 
sible that you would have one that is 
exactly 100 on the lean side and another 
that is perhaps as much as 103 or 104. 
If you put these two fuels in and ran 
them as fast as you suggest, you would 
say there is something different be- 
tween them. There is a difference by 
four numbers of the sensitivity here. 
On the lean and... but when you get 
above that to the rich end... as long 
as they are both 130 grade, there should 
be no difference. 


Testing Spark Plugs 


Campbell: I know we could go into 
this one further, but we should get on 
with the program. Let’s go to testing of 
spark plugs. 

Anderson: QOur standard recommen- 
dation for shop testing after recondi- 
tioning is a spark pressure bomb. 
Through the years this type tester has 
proved to be quite satisfactory. 
Musacchio: Why is it that at certain 
times when you check these plugs they 
seem to check satisfactorily, and when 
you put them in the analyzer, the plug 
doesn’t seem to be doing the job it is 
supposed to? 

Anderson: That could depend a great 
deal upon the reconditioning job... 
whether all deposits were removed from 
the spark plug. Keep in mind when you 
are testing in the engine, it isn’t exactly 
the same as when you test in the shop. 
Unfortunately, shop methods of testing 
are not equivalent to actual engine op- 
erations. They are compromises. In en- 
gine operation you have other variables 
besides the pressures present in the 
cylinder. You have operating tempera- 
tures. The amount and chemical nature 
of the deposit greatly influence the in- 
sulation value which, in turn, can be 
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“LERE 
with 


LEAR 


By BOB MAYS 


My job is flying and demonstrating the LEAR. 


L-5/LIFE equipment. This, you will say makes 
me prejudiced. To this, I agree, because day 
after day I see many people, including all types 
of pilots, engineers, etc., who ‘‘wring-out’’ this 
equipment and come up with nothing but praise. 


On my “‘check-out”’ flight in a twin aircraft I’d 
never flown before, using LIFE I’d never seen 
before, I completed two of the best ILS 
approaches I’ve ever made. Next, I made an 
automatic approach with the L-5 autopilot 
which was even smoother than the one I had 
done manually. I especially liked being able to 
monitor the entire approach on LIFE while the 
L-5 autopilot did the job. 


The L-5/LIFE combination is a great relief to 
me, especially when I’m flying as a one-man 
crew. I am free to monitor engine instruments, 
navigate, communicate, and best of allin this day 
of heavy traffic density, watch out for other air- 
craft—greatly decreasing the chance of collision. 


The NAFLI ATTITUDE/COMMAND INDI- 
CATOR gives me a clear and natural presenta- 
tion of my aircraft’s attitude at all times. And 
in ILS approaches I simply follow its command 
signals for smooth, precise interception of the 
localizer and glide slope. 


The SITUATION DISPLAY INDICATOR pic- 
tures my position in relation to the localizer 
beam, VOR radial or selected track—in the 
meantime, the L-5 holds my assigned altitude 
and flies the heading or track I have chosen. 


To fly an airway, I merely push two buttons, 
and I automatically maintain my desired alti- 
tude and track. Even my wind correction is fig- 
ured automatically and compensated for me. 
And the SITUATION INDICATOR shows me 
my exact crab angle due to cross-wind. 


I often fly long hours, and the L-5/LIFE combi- 
nation allows me to arrive at my destination 
far less fatigued and therefore mentally alert to 
approach and land, which is vitally important. 


Because of L-5/LIFE’s simplicity and reliabil- 
ity, I have lowered my personal minimums 
considerably —it has taken all the sweat out of 
low visibility ILS approaches. 


Holding patterns, weather and clearances are 
no longer a three-man job. I receive and trans- 
mit clearances while flying a holding pattern by 
merely turning a knob or pushing a button. 


All kinds of people have flown ‘‘LIFE’’—a 15,000 
hour airline captain — private pilots, both IFR 
and VFR~and their praise was unanimous. 


In conclusion, this L-5/LIFE combination is not 
only wonderful to fly, but a real thrill to dem- 
onstrate. As the French say, ‘‘C’est la vie’... 
THIS IS “LIFE’’!* 


C2ee: 
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NAFLI LEAR 
SITUATION 
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NDICATOR SIU 
j INDICATOR 
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wire or phone 
for a demonstration 

at your home base: 
LEAR L-5/L/FE 

3171 South Bundy Drive 
Santa Monica, California 
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varied by these temperatures. Further- 
more, you may have moisture in the 
connector well, or perhaps the connector 
wells were not properly cleaned. Plugs 
that have silica in the deposits will test 
perfectly on the shop test and be com- 
pletely inadequate within the engine 
because temperature affects the insula- 
tion value. 

Musacchio: Then bench checks are 
not 100% proof of satisfactory opera- 
tion? 

Anderson: It is if the spark plug is 
completely cleaned. 

Campbell: The combustion pressure 
of the engine alters the analyzer pattern 
from that of the normal check on the 
bench. 

Gossett: We might answer this by 
saying no laboratory test will ever an- 
swer the question completely as far as 
actual use goes. 

Kovac: It’s my opinion that whenever 
a spark plug fouls out in service, it 
should be thrown away rather than 
overhauled. There is a good possibility 
that the spark plugs may have been 
manufactured out of its heat range, and, 
therefore, had two strikes against it 
before it started. I believe spark plug 
manufacturers will admit that although 
they like to get a specific IMEP rating 
on a spark plug, they have to work on 
a limit of perhaps plus or minus 5-10%, 
and very often they fall out of these 
limits unintentionally. Unfortunately, 
this fact is unknown until the spark 
plug is put into an engine and starts 
to get into trouble. It is a mistake to 
try to overhaul it and put it back into 
the engine. It is better to throw it away. 


Combustion 


Campbell: Next is an engine item 
. . combustion, idle, cruise and techni- 
ques used to achieve best combustion. 
Smith: Actually it’s in the idle range 
that the operator has most control over 
combustion. The manufacturer puts on 
the carburetor an idle mixture control 
so that after the engine is installed in 
the aircraft, with the air scoop and the 
exhaust system that go with it, the 
operator can set his idle mixtures for 
best combustion under his particular 
conditions. Once he gets the setting 
made he is going to have to change it 
from time to time as the weather 
changes, but that adjustment is under 
his control. Except in the idle range 
your combustion characteristics are 
pretty much built into the engine by 
the manufacturer. 
Mecea: J think the same holds true 
for the light plane engine. The majority 
today are equipped with the carburetor 
that has the manual mixture control 
which allows the pilot to adjust his 
mixture. It’s been a long standing 
procedure to, first of all, never use it 
under 5,000 feet; above 5,000 feet, with 
fixed pitch propellers, lean until an 
increase in rpm was noted, then enrich 
until that increase was lost. This was 
done to insure that we were back on 
the curve beyond lean-best power. The 
helicopter provided a more difficult 
problem as far as mixture control was 
concerned. We recommend the carbure- 


tor that incorporates automatic an al- 
titude control. A small bellows in the 
bowl is pressure sensitive and automati- 
cally regulates the mixture. This has 
proved far more satisfactory than the 
manual mixture control. 


Ignition Harnesses and Leads 


Campbell: High tension systems, low 
tension systems, moisture problems is 
the next group item. Any questions to 
be asked of us in the manufacturing 
business ? 

J. R. Ingram (American Airmotive) : 
Regarding a cast filled harness on 
2800C engines . . . what can be done to 
do away with condensation in the dis- 
tributor bowl? The pump were taken 
out according to the Scintilla bulletin, 
No. 201A, the vent lines were taken out 
and breathers put in. After 300-400 
hours of operation, the distributor bowls 
are saturated with condensation. We 


fixe 


Campbell: You have the small ventila- | 
tor plugs known as 10-37700 Ventilator | 
Plug? That’s about all we have to | 


recommend. We’ve noticed in some in- 
stances that the location of those elab- 
orate types of plugs has been directly 
under the slipstream instead of at right 


angles where you get the greatest effect | 


of ventilation from it. 

Kovac: In the R-2000 days when the 
same problem was being experienced 
with the engine ignition system, the 
“antler” type vent system was developed 
whereby a couple of long tubes were 


wrapped around the nose of the engine | 


and a drain line was rooted to the ac- 
cessory section which was, you might 
say, the low pressure area. By having 
the ram air going through your antler 
tubes, circulation was provided through 
the distributors then into the accessory 
section. This system proved itself to be 
very effective. However, there’s added 
maintenance and tubes also added some 
weight. 

Ingram: We had these vent lines on 
the engine to begin with. We removed 
them to install the breathers to do 
away with the condensation. 
Campbell: Your facility is in Miami? 
Ingram: Yes, but I’m talking specifical- 
ly about Delta. They fly C-46’s which 
operate with -57 engines. They fly from 
the warm into the cold climate. 
Campbell: Do you use this wax coating, 
Scintilla 72 Compound, to paint those 
terminal posts? 

Ingram: Yes. We’ve discussed this with 


your representative. He recommended | 
to go ahead and saturate the distributor | 
bowls with the Bendix Wax Compound | 


No. 72. If that doesn’t fix it, then go 
back to the pumps. 


McClintock: I’d definitely go back to || 


the pumps. Instead of pressurizing the 


magnetos, just pressurize the distribu- | 


tor bowls. I don’t think putting on this 
type of ventilation would do any good. 
Best to go back to the pump and pres- 
surize it. Get a little air flow in there, 
and don’t connect the hoses to the mag- 
neto. I think that will eliminate your 
problem. We have today several R2000 
engines that we still have a problem on 
. . . hard starts after shut-down. Al- 
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have not been able to come up with a | 


though they do put the wax on, you 
can’t get it started. They go ahead and 
' introduce nitrogen into the high tension 
part of the magneto. So, I’d go back 
to the pump. 
Campbell: In pressurizing that R-2800 
system, you must pay very particular 
| attention to the clearances, particularly 
} at the terminal block, also the terminal 
electrode. 
Ingram: Best of my recollection, we 
have the late type electrode. 
: McClintock: Where you have those 
long terminals and you have the little 
| electrodes screwed on top, you could 
» decrease your electrode clearances, 
'what are you running into, engine 
roughness or hard starts? 
} Ingram: Only complaint we’ve had is 
i condensation, so, I presume roughness. 
McClintock: You could try decreasing 
; gap clearance. 
¢ Campbell: One point here, if you start 
{ easy, it isn’t condensation. 
{ Ingram: On your DFI8LN mags with 
| the secondary condenser, or with the 
terminal block, is there any reason why 
the point opening could not remain the 
i same at 27 degrees? 
» Campbell: Recommendation we have is 
124 degrees, the best overall range for 
| that magneto. 
fIngram: The service bulletin 174D 
} recommends 27 degrees, plus or minus 
# one, with the terminal block. However, 
i) with the secondary condenser, I believe 
» it’s 23 degrees, plus or minus one. In 
supplying magnetos to the operator... 
they test the mags before installing 
them . . . they were unaware that con- 
_densers were either secondary or termi- 
‘nal blocks. When they found that the 
| gaps were different, they reset them to 
27 and were using them satisfactorily. 
However, we do not recommend this. 
Campbell: Neither do we. We recom- 
/ mend going by the service bulletin. 
Kovac: Actually what happens is that 
if you operate the ignition system with- 
out the secondary condenser with a 23 
degree dwell, you will have satisfactory 
operation for a few hours. However, 
} every other spark plug will be affected 
after some 20-30 hours of operation be- 
cause you affect the energy available to 
‘that spark plug. It is very strongly 
recommended to use 27 degree dwell. 
Ingram: Then we should use the termi- 
nal block rather than a secondary con- 
denser ? 
Campbell: That’s right. No more sec- 
) ondary condensers. 
Ingram: Regarding high tension igni- 
}tion as on your 2800-51 engine, the high 
‘tension ignition cable, 7mm, we re- 
ceived little pieces of wire from one 
operator without any comment. We’d 
\like to know what the cause is... 
‘cylinder head temperatures or the cable 
itself breaking down? We’ve sent sam- 
ples to the cable manufacturer. They 
) requested we send new cable samples. 
) We did so, and they gave us a report 
‘that the cable passed all inspections to 
their specifications. 
Campbell: What’s the general condi- 
tion of the cable? 
\Ingram: The cable is cooked and dis- 
formed, particularly where it goes 


| 
{ 
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through the spark plug elbow. 

eo dace What type aircraft is it used 
on! 

Ingram: C-46 aircraft with R-2800- 
SIMI engines. 

Campbell: We’ve had problems of cook- 
ing insulations, particularly in South 
American operations. 

Kovac: Even at best, neoprene cable, 
after being in service 1,000 or 1,500 
hours, will get hard and quite brittle at 
the ends. Most manufacturers of igni- 
tion systems recommend the use of 
silicone wire. Initially, it costs more, 
but it can be left in service for more 
than one engine run, whereas neoprene 
has to be replaced after each engine 
run. 

Campbell: Most of the lead suppliers 
today supply leads which incorporate 
the silastic insulation. It does a very 
nice job, and we’ve had no trouble from 
that source. 

Wild: What are you people doing with 
these -25 and -26 mags with the point 
troubles they’ve been having on the 
Lycoming engines? They turn up so 
fast that they pound the points right 
out of them. 

Campbell: We’ve tried to solve that 
situation by better balancing the cir- 
cuit. We have a different type of rotat- 
ing magnet, the “fat” magnet. We feel 
this will give much better performance 
life than the present magneto is giving. 
It is interchangeable, and that, with 
other changes, should help the light air- 
craft engine ignition performance. The 
magneto we call the -60 is designed to 
take the 30- to 35,000-foot operation 
and is really designed for accessibility 
and maintenance. 

Landi: What are you doing to eliminate 
the high speed bounce in the Franklin 
200 and 210 hp engines’ magneto break- 
er points and breakage of cam _ fol- 
lowers? 

Campbell: We’ve been doing a lot of 
experimenting with different types of 
cam follower materials and the cam. 
Our new follower seems to be doing a 
nice job. We are going to use a sintered 
cam which seems to be more compatible 
at the speeds at which they are run. 
Before, when an aircraft engine ran at 
1900 rpm, it was a comparatively easy 
job. Right now on takeoff, the small 
magneto is running at 5126 rpm. 

Any questions on the low tension sys- 
tem, our next topic? Our biggest prob- 
lem on the R-3350 centers around the 
distributor finger. (We’ve changed the 
terminology and now call it the dis- 
tributor rotor; it’s the carbon brush 
and collector plate.) We still have some 
collector plate burnings, but we are 
gaining on that. Another peculiar prob- 
lem on the R-3350 on the EA and DA 
series of engines, is the migration of the 
oil from one breaker assembly to the 
other. One will become dry while the 
other picks up all the oil. We’ve been 
unable to determine the cause. The 
magneto on the R-3350 is doing a job. 
Rhodes: You mentioned that you are 
designing a low tension ignition system 
for the smaller engines. What is the 
status of that? 

Campbell: That’s in the research de- 
(Continued on page 48) 
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THE GOOSE 
GETS FOUR 
ENGINES 


kr Sandy, Oregon, something unusual 
is happening to the Grumman Goose. 
The twin-engine amphibion has had 
something new added . . . two additional 
engines. 

A. G. McKinnon, of McKinnon En- 
terprises, started a year ago to develop 
a 4-engine, versatile executive transport. 
The airplane is now undergoing CAA 
flight tests. 

Not a routine modification or conver- 
sion, the addition of two engines nec- 
essitated nearly a 60% rebuild of the 
entire airplane. The McKinnon Goose 
will come out under an entirely new 
certificate and will not be covered under 
a supplementary type certificate on the 
old Grumman Goose. 

Using Lycoming 270 hp engines with 
3-bladed Hartzell propellers, the Goose 
has a rate of climb of 2500 fpm. At 
10,000 feet pulling 65% power the 
plane will cruise at 225 mph true air 


For 35 years, BG spark plugs have been engineered for 
aviation. Strongest ceramic insulators with highest 
dielectric qualities, all-weather terminals, non-fouling 
cores. In the arctic or the tropics, BG’s deliver! 


from platinum BG spark plugs... 


Then exchange for factory-overhauled BG’s with 
a new-plug guarantee—Get 600 Hours More Service. 


speed. With the same gross weight on 
water, the McKinnon Goose will take 
off in 10 seconds when adhering to the 
manufacturer’s recommended power 
settings at sea level. 

The propellers are full-feathering and 
reversible. This feature is mainly for 
water handling and maneuvering to 
docking facilities. Although the rever- 
sible feature is an added safeguard for 
short field landings, the plane has a 
60 mph landing speed even at 12,000 
gross, states McKinnon. 

Wing-tips are extended 18 inches and 
retractable floats were designed to 
clean up the plane as well as to provide 
wing-tip boards. 

A 15-inch extension of the nose 
serves as a radar dome as well as giving 
a more streamlined appearance. 

Picture windows, 18 by 57 inches, 
are installed on both sides, plus an 
extra window in the escape hatch, in 


BG platinum and nickel electrode spark plugs now 
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supplies sales organization. Accredited dealers 
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the entrance door and in the lavatory 
section. A one-piece curved windshield 
with overhead windows is another in- 
novation. 

Fuel capacity is increased to 450 gal- 
lons from the original 220 by installing 
auxiliary tanks in the wings. Range is 
1500 miles. 

A special instrument panel has been 
designed to include dual flight instru- 
ments. All radio control heads are 
mounted in the center of the panel. 

Following completion of certification 
by the CAA, the airplane will go to 
Horton & Horton, Fort Worth, Tex., for 
a custom executive interior. 

Prices are quoted tentatively by Me- 
Kinnon. The conversion kit will be 
around $125,000. Where McKinnon fur- 
nishes the airplane and complete pack- 
age built to the customer’s specifica- 
tions, the prices will range from 
$225,000 to $300,000 per plane. ph 
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) Greenhouse Patter 
By “Torch” Lewis 


\N GARDE DEPT: Here it is—an 
Nvercast, somber, dripping wet, depress- 
lig Monday morning. A dreary looking 
nessenger has just deposited the morn- 
Hig mail on my desk, the usual garbage 
en envelopes, handbills, foot- 
gills, advertisments, ad infinitum, ad 
gauseam. No checks, no jazz, but what 
: one expect from a day like this? 
tere’s a bill from Atlantic Aviation. 
fet’s open it and write a nasty note to 
1 Basso. What the heck is a IEAM 
425-J Blower?—anyway it’s worth 
433.80 in case you need one. I often 
fonder about the jargon of the aviation 
arts men. Of course, everyone in 
j.ccounts Payable is sure that I know 
hat all these funny sounding, horribly 
Wxpensive parts are—here is a 5058 
felay which is a trifling $18.00 about 
Hhich I haven’t the remotest. That 
2asso is a stout fellow tho, entirely 
Honest, albeit a true Company Man. 
7e will pay this bill—no squawks. 
Y Well, here is the Monday morning 
ntelligence from NBAA—I’ll open the 
f<inny one first. Tum te tah, WHAT 
THIS—GADZOOKS! EGAD! CAB 
jraft release number 58-10 from Fed- 
ral Register May 13, 1958, ETIO- 
FOGIC AGENTS, TRANSPORTA- 
{ION OF, and PROCEDURES TO BE 
FOLLOWED IN CASE OF LEAKAGE 
»F and PACKAGING SAME. “Etio- 
bgic Agents,’ the release intones, 
‘are the causative agents of the follow- 
ig diseases: Anthrax, Botulism, Brucel- 
sis, Cholera, Colorado Tick Fever. 
Btc. Etc.” 

I have always been suspect of some 
the odd looking AGENTS who get 
board aircraft at large airports. At 
Yenver once, for instance, I saw a lot of 
2d-eyed AGENTS get aboard our New 
‘ork bound, UAL DC-7, who were 
bviously suffering from the vile effects 
{ the infamous Colorado Tick Fever, 
is they all wuz busy taking last minute 
ostrums and potions in the room to the 
>ft of the terminal lobby and they all 
ad a nice PACKAGE on. They must 
ave spread this stuff around New York 
eal good, because every time I spend a 
ight in New York, I see sumbuddy with 
1e same symptoms. 

Miami and Las Vegas are good places 
» look for somma this other stuff. 

In Philadelphia come September, I 
ill certainly be disappointed not to 
an across some fresh ground Brotherly 
rucellosis.s WALTER PAGUE run on 
» somma this at the Detroit Meeting— 
jat’s the same week he invented the 
ew drink called the Penicillini— 4 oz. 
in, 1 oz. imported Italian Penicillin. 

The NBAA release closes archly with 
lis reverberating warning. “June 16th 
deadline for comment to CAB. June 
sth is proposed effective date of the 
vision.” I certainly hope that you all 
ot in on this thing. 

Did y’all see the picture of the new 
27 at Fairchild. It really DOES have 
hite sidewalls. 

See you in Philly. 


‘ 
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WAA Business Flight Safety Award 
To Be Administered At NBAA 
Annual Meeting At Philadelphia 


“Sometimes safety is just a better 
way of doing a thing,” states the 
Women’s Aeronautical Association of 
Kansas. The WAA will be making its 
fourth annual award to an individual 
outstanding for his contribution to the 
furthering of business flight safety. 

The presentation will be made at 
the National Business Aircraft Assn. 
meeting Sept. 22, 23 and 24, at Phila- 
delphia, Pa. 

WAA trophies previously have been 
awarded to C. E. A. Brown, 1957, for 


his efforts in sponsoring the Flying 
Green Cross safety program in the State 
of Ohio; to Jesse W. Stonecipher, 1956, 
for his perfecting the “180-Degree 
Turn;” and to John Gaty, 1955, for 
his series of safety pamphlets. 

The award, established in 1955, was 
the result of a WAA member’s survey 
of national business-flight safety actiy- 
ities. Finding none, WAA set its own. 

President of the WAA of Kansas is 
Billie Wallace. The Business Flight 
Safety Committee is headed by Irene 
Harmon, Chairman; Marion Higdon, 
co-chairman; Ruth Houser, Marguerite 
Lee, Bea Patterson, Monique Bobb and 
Ruth Elliott. 
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| Day-Glo fluorescent aircraft paint 


helps reduce the risk of mid-air colli- 
sion because it lets other pilots see 
you in time for evasive action. It 
makes your plane instantly visible at 
extreme distances and against all 
types of background conditions. All 
eight brilliant Day-Glo colors compel 


DAY-GLO™) AIRCRAFT MARKING PAINT 


attention even at dawn, dusk and in 
overcasts. They’re up to four times as 
bright as the brightest ordinary colors. 


Your nearest distributor listed below 
will be happy to show you aircraft 
painted with Day-Glo safety colors. 
Contact him right now! 


now available from Coast to Coast 


Aviation Supply Corp. of Florida 
Tampa, Fla., Orlando, Fla., Atlanta, Ga. 


General Aircraft Supply Corp., Detroit, Mich. 


General Aviation Supply Company 
St. Louis, Mo., Houston, Texas, Dallas, Texas, 
Phoenix, Ariz., Oklahoma City, Okla. 


The Don Horn Company, Memphis, Tenn. 
The Don L. Myers Company, Palo Alto, Calif. 


Sky-Store, Inc., Hawthorne, Calif. 
Skyways, Inc., Troutdale, Oregon 


Van Dusen Aircraft Supplies, Inc., Minneapolis, Minn., 
Teterboro, N. J., East Boston, Mass., Alexandria, Va., 
Richmond, Va., Chicago, III., Miami, Fla. 


SWITZER BROTHERS, INC. 
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Airport and 
Business Aviation 
(Continued from page 14) 


*In addition, there were 711 multien- 
gine (Class I & II) aircraft used for the 
primary purpose of passenger and 
cargo, for hire. 

Thus, we had 63,853 total General 
Aviation Aircraft as of Jan. 1, 1957, of 
which 25,350 were engaged in business 
transportation. When we figure from 
our earlier statistics that only 1 or 2% 
of American businesses today operate 
aircraft in business, and yet that total 
is almost 40% of all of the airplanes 
flown in general aviation, you can see 
the terrific expansion that is potentially 
there. And that means headaches, 
gentlemen for you, because these air- 
craft, if they are to be properly utilized 
must have adequate ground facilities. 

Your airport is a vital part of the 
growth of the communities in your area. 
You have got to be selling that every 
day. You have got to sell the businesses 
in your area, that their future in this 
narrowing world of today is going to be 
in the air. 

We must have proper allocation of 
air space. Most certainly business fly- 
ing, which furnishes the greatest poten- 
tial user of airspace, must have its 
adequate share of air space. The voice 
of business must be raised again and 
again to stress that basic need. This is 
necessary to the well being of American 
business and of your communities. We 
all have to plan for a brighter future. 
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Certainly your Chamber of Com- 
merce is going to promote your airport 
facilities in their brochures when they 
are seeking to attract new business. 

In a way you are the ambassadors of 
that type of growth. If Corporation X 
located in New London, Connecticut, 
wants to relocate in the West or South 
or any place else, they may fly into your 
airport to look over the area. If you 
know they are coming you give them 
the red carpet treatment, but if you 
don’t know they are coming, they might 
get shrugged aside. This isn’t good 
politics for your communities. 

I know you are saying to yourself— 
that is fine, but it costs money! If you 
analyze some of these statistics and 
where the money comes from that the 
aircraft industry receives, you will find 
that a great bulk of it is from the 
businesses of this country. So don’t sell 
these customers short. 

Now I would like to talk to you of the 
problems that airport executives and 
business aircraft operators have in 
common. 

Essentially, business aircraft repre- 
sent a time-saving convenience to the 
user. The best way to insure the con- 
tinued growth of this, the largest seg- 
ment of aviation, is to provide efficient 
service so that the aircraft can be used 
in the most efficient and economical 
manner possible. 

The flying business man is paying 
for premium transportation and expects 
the airport ground handling environ- 
ment to recognize his needs. He is a 
customer—and‘ from all indications will 
be your biggest and best customer in 
the future. Last year business aircraft 
used an estimated 115,000,000 gallons 
of fuel alone, almost half of the total 
amount consumed by the scheduled 
domestic airline fleet, which is tremen- 
dous. 

Present planning by many airport 
officials and governmental agencies has 
failed to properly consider our needs. 
While frantic attention has been 
focused on airline airport requirements 
to support jet service, few have noticed 
that the business operators have over 
100 turbine powered aircraft (pure jet 
and turbo-prop) presently on order. 

In other words the best, the most 
modern equipment that is developed 
will be flown by the business aircraft 
users, just as certainly as it will be 
flown by airlines or military. 

Gate space for business aircraft users 
near the main terminal has been—and 
continues to be—a vexing problem at 
many airport locations. Overall, how- 
ever, service has improved at most air- 
ports over the past few years. Since 
our operators, unlike the airlines, do 
not have a ground service organization, 
business aircraft operators are depend- 
ent on the facilities made available by 
either the airport or fixed base opera- 
tors. 

I am sure the airline industry will 
readily agree that their best users are 
corporations and those men who bring 
in business. The air transportation in- 
dustry will grow as a result of that sup- 
port. In fact, the utilization of aircraft 
in business has encouraged the use of 


air transport facilities, has aided thei 
development, the representatives of ait 
lines agree. 

There is a need for more promp 
connections between the airlines an 
the feeder business aircraft are ofter 
utilized for that purpose. Gate spac 
accessible, the opportunity should bi 
made to stop and discharge, where ther 
is a space and there is a connection be 
ing made for an airline flight. Ther 
ought to be an opportunity for the air 
craft to pull close to the loading point 
discharge its passengers and get out 0 
the way without creating a safety o 
troublesome hazard. 

That problem is going to becom« 
more acute as we begin to use the heli 
copter to a great degree. 

We hope we can foster the growth 
and development of fixed base opera 
tors by greater use of their service 
They are a necessary adjunct to ow 
business. : 

We need their facilities. At the pre 
ent time SKYWAYS magazine, which 
is our official publication, is reprodu 
ing their Airport Service Guide fo: 
business pilots. 

It is important to have aircraft user! 
know the facilities that are available 
It is important for you men to en 
courage, develop and plan for the proj 
motional expansion of your facilities 
and along that line I want to make thi} 
comment clear. 

The financial responsibility, the do} 
lars and cents determination, of busk 
ness aircraft is made by the people wht 
operate and run the business! Many 
our larger companies have executive 
definitely in charge of that operatic 
and it has become a miniature airlin 
to be used for company purposes. 

What I want to suggest is that yo 
become familiar with the men behi 
the scenes. The men who hold the purs 
strings, who plan for tomorrow, wh 


have, who are planning some of thes\ 
things. Those are the men you shou] 
go to with some of your airport prolil 
lems. They will help you locally in thi 
development of your facilities, explaixj 
ing the need for this planning. 

If you have only a speaking acquaiii| 
tance with the vice-president or pres 
dent who uses a business aircraft; iH 
say “Good Morning, Mr. Jones,” as 
comes or leaves, you are not doing yo 
| 
{ 


job. Mr. Jones ought to be intereste} 
in your airport, your facilities, anf 
your planning. All the money he hai 
in that aircraft won’t be worth a dim! 
if he doesn’t have a place to use it an 
fly it. If he is not interested, he shoul] 
be interested, and believe me, gentle 
men, that is our job—to acquaint thes 
people who are spending these millio 
of dollars—in the ways in which 
spend them wisely and well and 
plan for tomorrow. 

In conclusion, a closer worki 
liaison is needed between men localll| 
prominent in aviation and the represe 
tatives of business in a cooperatiy! 
effort to further better aviation facill 
ties. 


i) 
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Satellite 
(Continued from page 32) 


fick is released. The washout of the 
sing tips coupled with the airfoil sec- 
pn used and the proportions of tail 
yea and deflections make the ship as 
ear stall “proof” as anything I’ve 
wn. 
{At Torrance, Bob talked business 
While I shot a few takeoffs and land- 
}gs. The approach is steep, ideal for 
any small fields which business pilots 
Jight favor in lieu of remote, crowded 
frminal airports. The combination of 
gips, low wing and good brakes slow 
‘ie ship rapidly after touch down. The 
mbined trim and flap control simpli- 
s2s approach handling. 
ft The Satellite carries its fuel in two 
ading edge tanks with individual filler 
ecks in the wing root fairings. Each 
?nk holds 16 gallons, giving the ship a 


singe of more than 650 miles with re- 


J 


2, 


Near Palm Springs. The trip was un- 
entful although the air was getting 
juite rough, but the Saiellite rode it 
icely, the short fuselage notwithstand- 
ng. We trimmed the ship out at 10,000 
eet at 25 degrees Fahrenheit outside 
lir temperature, pulling 19 inches | 
manifold pressure at 2475 rpm, indi- 
ating 110 mph. This was a true air- ° 
eed of 128 mph using 58 hp and Mr. Fixed-Base Operator: 

f rning five gallons an hour. Twenty- 

ive miles per gallon at 128 mph is effi- Airwork Corporation 
lent cross-country for my money! Miarai; Florida 

} Letting down, the plane’s airspeed awoke Corporation 
Quilt to 155 mph to demonstrate how YOu CAN GIVE BETTER pa oe 
smooth the ship is at it’s placard Never presen niente 
)xceed speed. ; 


# Back in the air, after lunch, for the SERVICE AT LOWER COST ppereneaty pont 
f2turn trip, a time check showed our 


Aviation Electric, Ltd. 
lroundspeed cut to 124 mph. When Bob Montreal, Canada 


i me out at, Hawthorne we were int | If you see the Bendix Distributor nearest you Aviston Etcowie Paste, tw. 


75> minutes from takeoff for the 115 Vancouver A.M.F., B.C. 


niles, a groundspeed of 125 mph. ; ; W. J. Connell Company 
| The only complaint I could find with | Whenever you need parts or units for Bendix* carbu- __ Boston, Massachusetts and 


Ls : 14s 5 : ° Hartford, Connecticut 
ae ship is the lack of cabin ventilation | retion or landing gear equipment, see your nearest 
Sy General Aircraft Supply 


- the first production model. This will | Bendix Distributor. He’s the man who can save you Corporation 
}e remedied, I’m told. 2 Detroit, Michigan 


| The Satellite is an ideal two-place : Pacific Airmotive Corporation 
lane for the business man who needs | transportation and follow-up costs. Burbank, California 


erformance and ean get along without Also, when you buy from the Bendix Distributor, Pacific Airmotive Corporation 

i 1 its - ; a Aa. ansas City, Kansas 
ee It is economical, its fuel con obsolescence is held to a minimum and you effect pea 
fumption and engine maintenance run- : P 3 Pacific Airmotive Corporation 
ding about 65% of similar costs for substantial savings on insurance, storage space, taxes Oakland, California 
our-place light aircraft. It will also be | and product deterioration. Pacific Airmotive Corporation 

Naerue ‘ é 5 . A F eattle, Washington 
deal for fixed base operator training Sounds like a lot to promise, but, if you will get in 
i 4 > é 5 Southwest Airmotive Company 

touch with your nearest Bendix Distributor, he will _ Dallas, Texas 


i 


; 


o 


, 


money by reducing your inventory and eliminating 


ire desired. Since most modern busi- | be glad to demonstrate just how the program works. Southwest Airmotive Company 
hess aircraft are using these features it eee fener Saree 


3 i s k ace 
3 important that operators keep pac Pe ie A 


vith training equipment. Wheels, brakes and shock- Equipment Co. 
absorbing struts. Carburetors, Mineola, L.I., New York 


. direct fuel injection systems 
itandard Features include: Grateonireliaystens for jek 


Continental C90 engine with 95 hp Brae 
takeoff rating 
Jontrollable prop 

“lectric system 


Retractable, tricycle gear by . 
Starter and generator ° PRODUCTS P 
Adjustable seats Bendix DIVISION South Bend, Ind. nie” 


pydtaulic brakes AVIATION. CORPORATION 
| Price is given as $6,720 FAF. 45h) 
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Van Dusen Aircraft Supplies 
Minneapolis, Minnesota 
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Who Has Priority 


(Continued from page 17) 


ture into brackets and plotting the 
available passenger-miles in each 
bracket, you can produce Figure 1. This 
curve may of course look like most any- 
thing depending on who is doing the 
most traveling. Multiplying this curve 
by the average wage in each bracket 
produces Figure 2. This is our desired 
curve of Passenger-Mile-Dollars. 

Returning to our original argument 
for a moment, this curve is also Passen- 
ger load in dollars times Aircraft-Miles. 
Thus (for any given load of “Passenger 
Dollars”) the curve shows the relative 
amount of utilization in each wage 
bracket. Maximum potential occurs at 
point A... company policy on who 
gets the aircraft ought to go down at 
least this far. Judgment must now enter 
the picture if you are to assess the 
curve further. 

This whole case boils down to the 
argument that priority rights (for rou- 
tine transportation) ought to be pro- 
portional to the individual’s salary. The 
ideal way to get the maximum number 
of “Passenger-Dollars” aboard each 
flight would be to hand out coded 
priority cards . . . put it on a dollar 
bidding basis. Since they’d probably 
hand the cards right back, you might 
as well try something else. No one 
really knows the answer to this ques- 
tion, but certain decisions are easier 
than others. For example, there is un- 
doubtedly a group of men at the top of 
your company who have the “unques- 


WM. C. ROGERS 


PRESIDENT 
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tionable right” to the company plane. 
Below this group, opinions on priority 
rights become shaded . changing 
from certain to fairly certain to don’t 
know to probably not. This is where 
the trouble is “How far down 
should we go?” Your present policy 
may well be down around the “fairly 
certain” area. Can this policy be im- 
proved? 

Suppose you ignore everything but 
that small select group of men about 
which everyone is certain. If you aver- 
aged these men’s wages and erected a 
perpendicular through that wage brack- 
et, you would intersect the curve at 
Point B. This point is necessarily 
limited by judgment. If you proceeded 
from there horizontally to the left, you 
would intersect the curve again at C. 
This is the Opportunity Limit. Statis- 
tically, you have the same utilization 
potential (with the same number of 
“Passenger-Dollars” aboard the air- 
craft) in this wage bracket as you do at 
point B. If everyone agrees on the deci- 
sion at B, why not turn the operation 
loose down to the wage bracket at C? 
You should average the same benefit 
(without any priority system at all) by 
going down this far, as you would by 
restricting the operation to the wage 
bracket at B. (Put the operation on an 
impersonal bidding basis . . . the largest 
group gets the airplane.) 

When the Executives decided on the 
small select group of men, they specified 
(indirectly) the number of “Passenger- 
Dollars” which they thought should be 
aboard the aircraft. This is the wage 


* LARGE STOCKS OF NEW AND 
SURPLUS EQUIPMENT 

¢ CAA APPROVED REPAIR STATION 
#3653, CLASS 1 & 2, Limited Class 3 

° COMPLETE STOCK OF REPLACEMENT 
de AND SPARES 

° E DEPARTMENT EXPORT- 
LICENCE #3108 Ebi ll 
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bracket at B. Or if they specified mo: 
than one man, then the load would | 
number of men times wages at B. TI 
wage bracket for the Capacity-Lim 
at D is then found by... 


Capacity Specified Passenger-Dolla: 


Limit Aircraft Capacity 
This is a limit only in the sense that tl 
specified number of “‘Passenger-Dollar: 
is also a limit. Below this wage bracke 
you don’t have enough seats to sustai 
that passenger load value. The nece 
sary load factor will fall off betwee 
C&D. 

There are other methods for aj 
proaching this problem. Some wil 
ereater objectivity and accuracy. Som 
designed for a special need. You ca 
afford to go deeper into the wage stru 
ture than these answers indicate becaus 
proportional priority does not accout 
for the money the passengers woul 
have paid to travel by public transpo 
tation. Are you down this far? 

In any event, you have something 1 
think about... and perhaps a weapo 
for increasing utilization. (Stuff you 
pockets with these “Passenger-Mil 
Dollars” and go on the offensive.) Asi¢ 
from this, and barring special case 
we need an efficient system for using th 
aircraft to the company’s best financi 
advantage. We have only to look at th 
airlines’ complex system for analyzin 
costs, revenues, and passenger pote! 
tials, to remind us of the lack of a 
organized approach to the questior 
peculiar to our business. + 


ARM 


is our symbol 
fo you of PROVED de- 
pendability in meeting your 
aircraft radio needs. Under one roof 
and across from the airport ARM keeps 
a complete inventory of parts and equip- 
ment... PLUS a completely trained and 
licenced crew of specialists. 


FLORIDA AIRCRAFT 
RADIO & MARINE, INC. 


5365 N. W. 36th St.— Miami Springs, Floride 


Phone TUxedo 8-4614 
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Aviation Writers 
(Continued from page 23) 


he Officers’ Club lunch sponsored by 
Mionvair (NBAA member) Div., General 
#ynamics, and Hughes Aircraft. 
Beautiful weather enhanced the day 
hich featured a “Man in Space” 
iymposium in the morning and an air- 
| exhibit with fly-overs in the 
ifternoon. Engineering test pilots Scott 
sirosshield, North American Aviation 
dNBAA member), and Maj. Ivan 
, -incheloe, USAF, participated in the 
iymposium. 

7 A poolside buffet, Hawaiian style, at 
vie AWA headquarters hotel, the Sham- 
dock Hilton, was a delightful finish to 
jae day ... hosted by North American 
aviation especially for some 
Be ever who swam through the en- 


ere some minor SeeaE about some 
WaA’ers singing barber shop quartet 
Style in competition with the exotic 
#iawaiian music. However, it seems that 
me of the NAA hosts was the lead 
Haritone. He was supported, vocally, by 
ty 

seech Aircraft reps and a couple of 
jther “unidentified” types. That 
Hawaiian rum punch was the greatest! 
) To start the final morning of the 
yeek, Southwest Airmotive (SAC) pro- 
ded eR ne coffee and a first 


wo 


ht 


¥hose short, short skirts rae the 
sreariest characters eyeballing. 

' At breakfast later the survivors were 
reated at Houston International Air- 
port by Allied Instrument, Tusco 
i The rest of the morning was “ de- 

‘oted to business aircraft demonstra- 
fon flights and an aircraft exhibition. 
lJnderstand the Cessna 310 was sold 
“here at the Convention. 
| Leading the array of planes was the 
Lockheed JetStar which had arrived 
/t Houston after establishing a new 
Hoast-to-coast speed record for itself. 
t averaged 562 miles per hour, cutting 
ix minutes off its previous record. Leo 
Sullivan, chief engineering test pilot of 
‘he Lockheed Aircraft Georgia Divi- 
ion, piloted the No. 2 JetStar proto- 
jype on the record flight with Robert 
Schumacker of Burbank, Calif., as co- 
pilot. (A pilot’s report by Herb Fisher 
vill be in a coming issue.) 

Other participants were Aero Design 
k Engineering Corp. (NBAA member), 
Beech Aircraft Corp. (NBAA member), 
essna Airplane Co. (NBAA member), 
tsleason Romans Pipeline Patrol Co., 
Mooney Aircraft Inc., Navion Division 
of Tusco, Piper Aircraft Co. (NBAA 
member), and Trans-Texas Airways. 
some of these included conversions. 
[The morning program concluded with 
unch sponsored by Eastern Air Lines. 
| Ed Pipp, aviation writer for the De- 
croit News, was elected President of 
che Aviation Writers Association suc- 
ceeding George Rhodes of the San 
francisco Call-Bulletin. 

The Annual AWA banquet officially 
concluded the week-long meeting. The 
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THE ELEC 


THE ELECTRIC AUTO-LITE COMPANY « 


TRIC AUTO-LITE COMPANY 
TOLEDO 1.0HIO U.S: 


. world’s finest aircraft battery 


First choice of men who build, 
own, fly and service aircraft. 


BATTERY DIVISION « TOLEDO 1, OHIO 
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STABILIZED 
MAGNETIC 
HEADING 


CONTINUOUS ©. 
OUTPUTTO 
AUTOPILOT 


The DYNAVIA AUTOPILOT NAVIGATION COMPUTER 


NOW makes automatic enroute navigation a practical reality. It uses inputs as shown to 
furnish electronically computed steering data to an autopilot to lock to inbound or outbound 
omni radials or to a selected magnetic heading. 


Type ANC-2 is specifically designed to use heading data from the Course Director for oper- 
ation with the L-2 Autopilot. The system operates with or without installation of the L-2 DG 


thereby conserving critical panel space. 


Overall Weight . 4 Ibs. 
14 or 28 V, % amp. 


Basic Cost . $675 


Write for descriptive folder 


DYNAVAe ENGINEERING CORP. 


860 FABIAN WAY PALO ALTO® CALIF. 
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Foreign Flag Carriers hosted the re- 
ception before the banquet. Morton 
Downey, for the Coca-Cola Co. (NBAA 
member), entertained the group with 
his particular style of singing. 

Lt. Gen. Donald L. Putt, Deputy 
Chief of Staff, War Weapons Develop- 
ment, was the speaker. as 


B.S. Degree. Aero., 
Elec., Mech. 
(ine. Radio, TV). 


= ENGINEERING 
DEGREE IN 
27 MONTHS 


G.I. appr. 
March, June. 
Wash. Blvd., 


Chem., Civil, 
& Electronic Eng. 

36 mo. B.S 
degree in Math., Chem., Physics. 
Prep courses. Demand for grads. 
20 bldgs. Low rate. Earn board. 


Keeping pace ‘with progress. 


INDIANA TECHNICAL COLLEGE 
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Navicom 
(Continued from page 27) 


ply measuring 544 x 544 x 3%, capable 
of being mounted in any position with- 
out shock mounts; an indicator with 
an easy to read right-left needle, and 
which fits a standard 2%4 inch instru- 
ment hole, plus a ferrite loop that has 
negligible drag. 

Frequency range is 200 to 450 KC 
and standard broadcast bands from 550 
to 1600 KC. An extra feature is a one- 
second time constant on the indicator 
needle which eliminates influence 
caused by static disturbances and heavy 
weather conditions. 

Available in a variety of colors the 
Bird Dog will market at $495 for the 


entire unit, including ferrite loop. 
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Effect of Proposed New 
VFR Minimum Evaluated 


A good deal of the discussion pro 
and con any increase of VFR minimums 
usually results in exaggerated claims 
and counter-claims unsupported by any 
real substantiation. Proponents of the 
change draw their greatest adherence 
from such professional groups as the 
ALPA, etc. They visualize gains in 
anti-collision safety while apparently 
disregarding the fact easily observed at 
any busy control airport that their own 
membership often resort to VFR to 
avoid delays inherent in ATC handling. 

Antagonists of the proposed changes 


«air 


by 


Cair’s outstanding new PAGAN modernization is a total conver- 


SHOV: 5 


. offering all the proven performance, safety and comfort 


features that transform the popular D-18 into one of the finest 
executive transports available today. 3-blade propellers, power 
plant improvements, wing fuel tanks, modern wing tips, air-step 
door, spacious new interior, and a host of other advanced features 
for dependable, economical business flying. 


It can be purchased as a complete, fully-equipped aircraft .. . 


in fully-approved kit form... 


or the PAGAN conversion can be 


applied at Cair to your present D-18 airframe. 


GET THE COMPLETE PAGAN STORY—Write for free copy of 
8-page illustrated PAGAN brochure. 


‘aire 


1657A 


CHAMBERLAIN AVIATION, INC. 


Akron Municipal Airport * Akron 6, Ohio 
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charge with equal disregard of fact tha 
increase in the minimums will virtuall} 
ground all non-aircarrier air traffiq 
What are the facts? 

The New York State Department o 
Commerce, Aviation Bureau made som}{ 
studies at the larger airports in the 
state. Looked at one way, the figure 
show that a 50% increase in VFR min 
mums (to 1500 feet and 5 miles) would 
produce a 250% increase in restriction} 
to uncontrolled VFR operations! 

Approached from the other angle 
the statistics could be used to prove th{ 
actual average increase in such rq 
striction would be less than 15%—o 
almost insignificant! 

Results for the airports studied show} 

Albany Airport: three-year perio 
1955-1957, minimums are below 100I 
and three about 9 percent of the timd 
They are below 1500 and five 19 per 
cent of the time, about twice as often 

Buffalo Airport: two-year  perios 
1956-1957, minimums are below 100 
and three 9.6 percent of the time, anj¢ 
below 1500 and five 25.5 percent of thi 
time, over two and a half times al 
often. 

Syracuse Airport: two-year perio4 
1956-1957, minimums are below 100 
and three 6.9 percent of the time, any 
below 1500 and five 18.2 percent of th} 
time, over two and a half times as often 

Rochester Airport: two-year perio 
1956-1957, minimums are below 100 
and three about 9 percent of the time 
and below 1500 and five 16.5 percent 
the time, nearly twice as often. 

New York City (LaGuardia): twa 
year period 1956-1957, minimums ar 
below 1000 and three 13 percent of th 
time, and below 1500 and five 35 pes 
cent of the time, over two and a ha’ 
times as oiten. 

The Empire State being noted for # 
bad weather it would appear that othe 
parts of the country would reflect ha; 
pier figures. Meanwhile the collision 
continue to occur almost exclusively i 


CAVU! 


Transmitter Selector Switch 


A hodge-podge maze of switches i 
the familiar problem faced by man 
business plane operators as they kee; 
adding equipment to stay abreast of th 
increasing airways requirements. Th 
ideal set-up is to combine the switche 
for several pieces of radio in one pane! 

To make it small enough to fit in ai 
airplane that has no more room fo 
anything is another problem. Boulevar 
Electronics offers one step toward 
solution, their Model TS-1, which cor 
trols up to 3 transmitters and receiver: 
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he entire unit measures 2” x 1-34” x 
y” and it all mounts in one 34” hole. 
© By simply turning one knob to any 
ne of 3 positions, you automatically 
ionnect your microphone to the selected 
firansmitter, and at the same time con- 
jhect the one and only required trans- 
fitting antenna to that transmitter. 
wVhen you depress the mike button, you 
Miutomatically silence all of your re- 
yeivers and transmit on the selected 
firansmitter, completely eliminating all 
Snowls and feedback. 
® Each of the antenna cables has an 
Gnjection moulded plug fitting to resist 
spreakage of the coax leads and, at the 
ame time, provide a nice grip for easy 
emoval from the set. 
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‘lush Antenna System 
ror Aero Commanders 


As the cruising performance of our 
jusiness aircraft continues to mount, 
nore and more penalty is attached to 
he old clothesline and aircatching horn 
‘ype of radio antennas. Jets have long 
since gone to flush systems. The main 


{(1) No danger of losing antennas in 
icing conditions; (2) Improved Omni 
Communications performance: 
1(3) Less drag, hence cleaner airplanes. 
Aero Commander has thus taken 


communications and _ navigation 
antennae (less sensing antenna) in 
wing tips and vertical fin. 


‘Transistorized Doppler Development 


' Collins Radio is developing a tran- 
sistorized airborne doppler navigation 
ysystem, called DN-101. Prototypes are 
jexpected to be flying in Collins air- 
feraft by late 1958. Production deliv- 


jter part of 1959. 
en 
Two New Air-Driven Instruments 


_ Aviation Instrument Manufacturing 
Fannounces development of two instru- 
}ments, each of which is the smallest, 
‘least bulky and lightest of its kind air- 
‘driven instrument in production. 

- The AIM Model 213 Directional Gyro 
(pictured on the right) is all new, 
iwhile AIM Model 643-S Horizon Refer- 
-ence Indicator (pictured on the left) is 
-a redesigned and improved version of 
ithe AIM Model 643. Their low air 
Fconsumption. small size and bulk— 
together with high performance char- 
aceteristics, adapt them to dual flight 
group applications, and to aircraft of 
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any size. They are both virtually spill- 
proof and offer all desirable features of 
the electric instruments, while being 
marketed at a moderate price for each. 


New GE Warning Lamp 


A new sealed beam lamp for use in 
red rotating warning lights is designed 
to reduce maintenance costs, claims 
General Electric’s Miniature Lamp De- 
partment. 

Designated No. 4613, the lamp’s 
strong filament will withstand better the 
shock and vibration of aircraft service 
than its predecessor, No. 4594. 

A retail price of $5.60, federal excise 
tax included, is suggested. 


Suite 344 


(Continued from page 8) 
still without NBAA representation are 
El Paso, Ft. Worth, Miami, Memphis. 
New Orleans, San Antonio, Chicago. 
Jacksonville, Norfolk, Kansas City and 
others. 

DEADLINE FOR COMPANY AND 
PILOT SAFETY AWARDS (AUGUST 
15, 1958) 

DEADLINE FOR “MISS BUSINESS 
AVIATION” (AUGUST 1, 1958) 

Come 
quarters. 


National Head- 


le 


to see us at 


BONANZA with TACTAIR AUTOPILOT 


MAKES A FINE AIRPLANE 


Selected by Beech as Optional Equipment 


There’s a new thrill in flying when you 
switch on the Tactair Autopilot in the 
Beech Bonanza. Smoothly, effortlessly, the 
Tactair’s pneumatic system holds you 
straight, precisely on course or makes per- 
fect turns. 

And there’s new ease in flying the 
Bonanza cross-country, thanks to the 
Tactair’s amazing heading lock which 
makes flying VOR, ADF, or ILS localizer 


NCO ClO) RA >t 8°.0 


AUTOPILOT. DIVISION 


| 


New 1958 Bonanzas can be ordered 
with the Tactair installed at the factory, to 
bring you this ultimate perfection in flying 
ease and safety. If you already own a 
Bonanza (Model A on) the Tactair can 
easily be installed in the field. 

There’s no finer tribute to the Tactair’s 
proven reliability and performance than 
Beech’s choice of Tactair—first autopilot 
ever selected by Beech for the Bonanza as 


The Tactair T-3 operates pneumatically with no 
warm-up, no power drain, no tubes—so mechanically 
simple, yet so “human,” that it makes any other 
flight system obsolete. Weighs only 7.3 pounds. sim- 
ple to install, virtually maintenance-free. 


WITH TRUE-READING HEADING LOCK 
Tactair’s heading lock works on the DG with no 
confusing zero heading. Merely set the upper card to 
course desired and you fly that course precisely. No 
complicated resetting for new course necessary. 


® 
TACTAIR AIRCRAFT PRODUCTS CO. 


BRIDGEPORT, PENNSYLVANIA 


For 18 Years Specialists in Precision Aircraft Pneumatic and Hydraulic Controls 
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Flying To- 
Dalles? 


Be sure to stop. 
Insist your pilot land 
at Love Field. 
(California can wait.) 
For nowhere else 
will you find a 

place quite like 
HOLIDAY INN. 


Here is innkeeping 
with a flourish. 
Food with a flair. 
And all sorts of 
reasons for 
enjoyment. You 
hardly have to leave 
your plane before 
you’re there. 

Where else could you 
find food prepared 
by a Swiss chef ina 
room that will remind 
you of Aztecs? 

P.S. Be sure to ask us 


about the Skyriders 


DFAT Eases 


At the doorstep to Love Field 
on Lemmon Avenue Across from 


Southwest Airmotive 


John R. Manser, Vice President and General Manager 
A Holiday Inns of Amer 
Owned and Operated by the TexMex Corporation, Dallas, 


ca, Inc. Franchise 
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Decorate for Safety 
(Continued from page 13) 


irrevocably grows. The only insurance 
that will reduce the risk before the 
event is increased conspicuity and this 
every pilot and aircraft operator can 
obtain for himself today. Neither the 
makers of Day-Glo or any other high- 
conspicuity paint that may follow their 
lead, will ever get rich on the aviation 
market. There just aren’t that many air- 
planes and a mere gallon or two will 
adequately mark most of them. BUT. 
the dividends in personal safety and 
avoidance of the probability of becom- 
ing a quoted “statistic” are very great. 

In December 1957 a Skyways report 
on the paint produced a surprising re- 
sponse, indicating a fast growing inter- 
est in the safety and esthetic values of 
this paint. A few queries quoted a 
widely spread impression that the 
fluorescent qualities of the paint de- 
teriorated rapidly under continued ex- 
posure to sunlight, particularly in the 
southwest. With the agreement and co- 
operation of Switzer Bros.,. Skyways 
located a business aircraft that was 
known to be headed into Mexico and 
Central America for a 3-4 month so- 
journ. The owners agreed to allow their 


| aircraft to be the guinea pig for a 


severe test of the durability of the 
paint. The control surfaces of the air- 
craft, a Bonanza, were painted Blaze 
Orange by Mattituck Air Base, Inc. of 
Long Island, N.Y., and Linden, N.J., 
also cooperating in the test. 

For the succeeding four months the 
airplane was either soaking in the sun 
at various Central American fields 
where shelter was non-existent or in 
the air in the same area and also the 
southwestern states where the highest 
percentage of sunshine is known to pre- 
vail. On return to the New York area, 
immediate photographic and_ light 
meter tests were made of the painted 
surfaces and compared with freshly 
painted samples of the same paint. 
Despite the fact that the subject sur- 
faces were unwashed (by agreement) 
and wore an absolutely untouched coat 
of accumulated dust and grime, there 
was no detectable difference in the re- 
flective qualities of the tested surfaces! 
There was a distinguishable slight dif- 
ference in shade between the almost 
blood-orange of those portions of the 
flaps sheltered by the rear edge of the 
wing surface and the exposed areas. 
The latter were uniformly a shade 
lighter but as far as could be detected, 
the reflective qualities were, if any- 
thing, enhanced (characteristic of the 
lighter Day-Glo shades). There was no 
bleaching or splotching, and adhesion 
was 100%. By contrast, the original 
factory enamel on the balance of the 
airplane had suffered considerably un- 
der the severe exposure test and plans 
are now afoot to repaint the rest of the 
airplane employing the high conspicuity 
paint as a key part of a highly esthetic 
design. 

There are some words of caution to 
be said about the subject about apply- 


|ing the paint. Fred Switzer emphasizes 


that for ideal or best results the pro 

posed areas should be stripped. Many 
aircraft enamel jobs of earlier year 
were not properly bonded to the air 
craft surface and the Day-Glo proces 
involves a comparatively heavy coat 
Obviously the upper layers of pain 
will only be as durable as the under 
coats, and will disappear with them a 
weaknesses inherent in the earlier pall 
process show up. Air Force tests flyin 

jets through heavy weather demon 
strated that properly-bonded paint 
would not erode or crack off unde 
impact of ice and heavy rain. Switze 
recommends Alodyne treatment of th 
bare or stripped aluminum skin as 4 
must for a successful painting. 

Although the current anti-collision 
emphasis is creating a tremendous de- 
mand for the paint, the company al 
recommends that it be definitely fe | 
mined that the special techniques i 
preparation, prime undercoating, 
plication and over-coating (of the re- 
quired Filteray material) are clearl 
understood and followed by competen 
and established aircraft paint shops. 
Hasty preparation and _ applicatio 
could destroy both the properties . 
the tenure of the paint. 

The question of time and labor come 
inevitably come up and it is pointed out 
that the Air Force, which has gone i 
extremely heavily for the markings or 
their aircraft, average 13-14 hours peu 
single engine jet and trainer aircraft. 
and only proportionately more with 4 
larger multi-engine aircraft. Where con- 
trol surfaces are to be painted and re 
balancing is required, anticipated cost 
for this purpose should be sina 
carefully. 

The company has kept a close eye ov 
the distribution, sale and application al 
their product with some concern fez 
the just reputation of the name unde: 
the sudden pressures of the events o! 
the last few months. Other manufae- 
turers are struggling to enter the “de- 
mand” market, but the Switzers are 
determined to keep the advantage they 
hold. Their trademark name “Day-Glo”™ 
has become a household word in the 
field, and competition will have a hard 
struggle breaking down the widely held 
belief that safety in the air and Day 
Glo are synonymous terms. 

The times warrant an enthusiastic 
endorsement of the earliest possible 
application of high conspicuity paint to 
all aircraft, as a “crash” program to 
meet the demand for immediate action 
in the interests of safety. 

(We have just received word that one 
manufacturer, Forney Aircraft, modern- 
ized Aircoupe, is delivering all aircraft 
to customers with Day-Glo markings 
unless otherwise requested. ) +h} 
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partment now. We’re taking the S-series 
type ignition system which is now or 
small engines. 

Musacchio: What about the promise of 
this so-called high frequency ignition 
system ? 
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jampbell: [t’s being run now at Wright 
yeronautical on full scale test. It is 


We expect to improve the 
verall performance, particularly spark 
glug performance. 
glusacchio: Is that a condenser dis- 
jaarge system? 
ampbell: Yes. 
ingram: A high tension question re- 
jarding a distributor finger ... On a 
)800B Scintilla we've run into a siege 
( E burning right through into the re- 
juning nut that the finger retaining 
jlate is held to. Do you know of any fix 
‘e can come up with since the later 
@pe fingers are not available? How 
Gbout neoprene rubber being put in 
jnere with the 47 Compound? 
‘ ampbell : That wouldn’t hurt it any. 
jloisture problems are with us. We’ve 
jpund that the higher tube, or plug, has 
one much to improve the situation. 
nderson: As light aircraft engines be- 
ome higher powered, they are being 
equired to fly at altitudes and in 
lyeather conditions they were not re- 
jhuired to fly in previously. Their sever- 
y of ignition operations and problems 
re going to increase accordingly. 
#isher: In my considered opinion, after 
stening to the troubles and problems 
aircraft engines, I feel that 80% of 
hese problems are caused by spark 
slugs and that some means should be 
und to replace spark plugs. This has 
een accomplished by a new electronic 
sevice which should be available within 
ne next six months. You oil fellows will 
robably appreciate it because you 
yyon’t need very high octane fuel with 
-. We’ve been running tests for the 
vast four years on the latest automotive 
|quipment. 


} 
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Ignition Analyzers 


ampbell: Getting on to the last topic, 
jhere are several ignition analyzers on 
jhe market. Used properly, the analyzer 
js a great help. It takes time and train- 
‘ng to get the most from the investment. 
ytovac: As far as the analyzer is con- 
jerned, unless the: operator uses it con- 
tantly so that he becomes very familiar 
\vith good patterns, he should not use 
it at all. In short, he should not wait 
until trouble occurs before looking at 
he analyzer but should constantly mon- 
tor his analyzer in order to know what 
should be seen when the engine is run- 
sing properly. Also, the analyzer will 


uelp some operators to determine that 
he engine is functioning satisfactorily. 
With some analyzers you can actually 
ind sticking valves, poor combustion, 
ste. Used intelligently, the analyzer 
aves a tremendous amount of money. 
smith: The operator must be familiar 
vith the analyzer. He must monitor it 
ul the time so that he is well aware of 
he difference between the good pattern 
ind the bad pattern. But he mustn’t con- 
inually read the thing as he does an 
¢ngine instrument, so that if he doesn’t 
see the exact reading that he wants, so 
0 speak, he goes to maintenance. He 
nay see an unusual pattern, but he has 


mer WAYS - JULY 1958 


YOUR AIRCRAFT 
IS ONLY AS 
GOOD AS ITS 


PILOT 


80% of all corporate aircraft 
owners rely on PEA, specialists 


in supplying skilled pilots. 


atm 


PILOTS EMPLOYMENT ASSOCIATES 


Teterboro Airport 1, New Jersey, ATlas 8-9474 


Circle No. 28 on Reader Service Card 


to be familiar enough with it to know 
if it’s worthy of attention. 

Campbell: Some of the different manu- 
facturers of analyzers have service 
schools to train operators at the factor- 
ies, or in some cases, in the field. 
Anderson: The analyzer has more or 
less been accepted as a required need 
by air lines with their larger, more com- 
plex equipment. In case someone might 
get the idea of buying one to put on 
their Tri-Pacer, it is primarily intended 
for complex ignition systems so that 
you can trace down and pin-point that 
trouble in the ignition system much 
quicker than by any other means. 
Campbell: There are a number of oper- 
ators who will buy analyzers to serve 
their customers. They will save the air- 
craft operators and/or owners money 
by use of the analyzer as a portable 
hook-up unit. 

Foster: Has anybody had experience 
with vibration pickup on the analyzer? 
Mecca: We use it as a development tool. 
Our engines are generally checked all 
through the development program with 
vibration pick ups. We can pick out 
valve bounce and general engine prob- 
lems beyond the ignition system. 
Kovac: The military insist on a valve 
check every 400 hours of engine opera- 
tion. We’re doing this on their Convair 
aircraft. They have been sold on the 
idea of checking valves using the vibra- 
tion equipment. As a result, we have 
used a portable harness which we at- 
tach to an engine in about two to three 
hours. Valve timing is checked dynami- 
cally. Only those valves are readjusted 
that are found outside the limits. 
Hermann Waker (Aerodex): We use 
the vibration pick up on all the mili- 
tary 2800 engines. It has certainly 
proved itself. You can pick up fouling 
troubles in a minute. 
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Thin vs. Electrodes 


Kovac: One subject not yet covered is 
thin electrodes versus massive electrode 
(Continued on page 52) 
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IN THE BUSINESS HANGER 


m@ HORTON & HORTON CUSTOM 
WORKS INC., Fort Worth, Tex., com- 
pleting interior redecorating of Tennessee 
Gas Transmission’s Widgeon and Martin 
B-26. Tony Zuma is TGT’s aviation direc- 
tor. 

New Mexico Timber Co.’s Beech D-18 
in for turquoise, off-white and cocoa interior 
color scheme. Couch modification features 
four removable armrests, storage door and 
ice chest under sectional couch cushion. 
Paul Weber is chief pilot. 

Bell Helicopter’s model 47-J Rangers 
are getting 1959 interior styling. 

Forest Oil Corp.’s Lodestar received an 
interior re-design in dove greys and egg- 
shell white fabrics. 


@ POTTER AIRCRAFT SERVICE, 
INC., Burbank, Calif., completed 100-hr 
inspection on Columbia-Geneva Steel Corp.’s 
Lodestar, and made single piece windshield 
installation. Chief pilot, Jim Richter; co- 
pilot, Norm Mahaffey. 

Signal Oil & Gas Co.’s DC-3 in for 
100-hr inspection and application of Day- 
Glo paint markings. Chief pilot, Orlin Sor- 
ensen; co-pilot, Roy Nielsen. 

Laura Seudder Products’ Apache had 
100-hr inspection and Day-Glo paint mark- 
ings. Dean Miller is chief pilot. 

Occidental Petroleum Corp.’s D-185 
had periodic inspection. Chief pilot is Vic 
Russell. 


@ REMMERT-WERNER, INC., com- 
pleted an engine change at Toledo on Na- 
tional Laboratories’ D18S. Pilot is Robert 
Brown. 

Monsanto Chemical Co. had a Collins 
17L-51X VHF transceiver installed in one 
of their DC3s. Ralph Piper is chief pilot. 

Trailmobile’s Lodestar came to Lambert 
Field, St. Louis, for engine change. Carl 
Siemer is the pilot. 

Trostel Leather Co.’s E18S had an 
Engine Works engine installed. Rick 
Rayitts is pilot. 

Norman B. Woolworth has new R-W 
Super-92 DC-3 with Sperry autopilot with 
approach control, Bendix X-band radar, 
Collins 17L4-51X communications, dual 
Collins 51R omni with dual RMI and Inte- 
grated Flight System, special interior and 
other equipment. Seth Boynton and Nor- 
man Danagher delivered plane. 

Owens-Illinois Glass Co. had both of 
their DC3s at R-W Toledo for installation 
of Bendix RAI18 360 channel VHF re- 
ceivers, with 50 ke spacing, and Narco 
Sapphire 1016 360-560 channel 50 ke trans- 
ceivers. Dick Rigg is chief pilot. 

The Peabody Coal Co. Super-92 DC3 
had installation of dual A.R.C. Type 21 
lightweight ADF, Collins 51R3 omni with 
dual RMI and Bendix Omni Mag, Collins 
17L4-51R3 communications, Sperry C6 
gyrosyn compass and H65 electric gyro hori- 
zon, and custom radio, electrical and instru- 
ment panels. Bob Boyanowsky and Bill 
Frame are the pilots, 

Olin-Mathieson’s DC3 had 55 pounds 
of weight removed by installation of new 
carpet and special padding during a 100-hr 
inspection. 


Offshore Drilling’s DC3, flown by Lee 


Snow, was in for an annual inspection and 
installation of a trailing antenna. 


@ DALLAS AERO SERVICE, Love 
Field, Dallas, Tex., is converting a Sinclair 
Oil Co. Lockheed Lodestar to DAS Speed, 
Stability and Safety Program Kit installa- 
tion. Pilot is Joe Lacy. 

Denver Chicago Truck Line’s de- 
Havilland Dove was in for an engine change 
and other work. Pilot is R. C. VanBuskirk. 

Shell Oil Co., Los Angeles, had their 
deHavilland Dove in for a double engine 
change, complete new power system and 
other work. Paul E. Jones is the pilot. 

American Home Realty Co. had its 
Aero Commander in for a double engine 
change. Henry Bird is the pilot. 

Ibex Co.’s Aero Commander had a 
Federal autopilot installed. J. D. Ferrell is 
the pilot. 

Phillips Petroleum Co. had its DC-3 in 
for a double engine change. 


m@ SKYMOTIVE, INC., O’Hare Field, 
Chicago, Ill., completed re-wiring Greenlee 
Bros. DC-3. 

Rhinelander Paper Co.’s D-18 received 
1,000-hr inspection and new double cabin 
windows. 

Toni Co.’s Lodestar had the right engine 
changed. 

Pure Oil Co.’s D-18 was flown in for 
installation of an Airline Safety Perform- 
ance kit, air stair door and a new interior. 

Essex Wire’s' Lodestar underwent Pac- 
Aero modifications consisting of bat wing 
and flap track removal, raising of the 
stabilizer and installation of new fiber-glass 
saddle and inter-sectional fairings. 

International Harvester’s DC-3 was 
equipped with Bendix X Band radar. 


B QUALITRON, INC., Lockheed Air 
Terminal, Burbank, Calif., installed Bendix 
RDR-1B radar in Union Oil Co.’s Convair. 
Jim Stevenson is chief pilot. 

Signal Oil & Gas Co.’s Aero Com- 
mander received an RCA radar installation. 
Pilot is Ray Vertal. 

Sears, Roebuck and Co.’s DC-3 had 
complete major radio system installation 
made. Pilot is George Fleming. 

Fluor Corp.’s Lodestar received radio 
system engineering, re-wiring, communica- 
tion—navigation equipment additions and 
other modifications. Pilot is Harry Conover. 

Fred J. Early Jr. Co.’s Twin Beech re- 
ceived a complete radio system installation. 
Barney Evart is the pilot. 

Mellon National Bank’s Lodestar had 
Bendix RDR-1D radar, dual ARC Type 21 
ADFs and a new inverter system installed. 
Roy Weiland is the pilot. 

Bethlehem Steel Corp.’s second Con- 
vair 440 had extensive equipment deletions, 
additions and radio system modifications 
completed. Al Junker is pilot. 

Richfield Oil Corp.’s DC-3 received a 
major radio system installation plus edge- 
lighted control panels. Joe Brown is chief 
pilot at the Burbank base. 

Imperial Oil Ltd., Toronto, had Bendix 
radar system installed in their Convair 240, 
Milt Middleton is chief pilot. 

Belridge Oil’s D-18 Beechcraft had 


completely new radio communication anc 
navigation system installed including Col 
ling VHF Communications, glidescope ant 
marker systems, etc. Len Mills is pilot a 
Burbank base. 


@ FIELD AVIATION, Oshawa, Ont 
Canada, completed modifications on Com 
bined Enterprises Ltd.’s Super 18 Beec 
craft including DC-3 type windshield spray 
anti-icing system. 
Lundberg Explorations Ltd.’s Mark \ 
Anson is undergoing extensive modificatior 
to electrical and hydraulic systems. 
Dept. of Mines and Technical Sur 
veys has their magnetometer-carryin 
Canso in for overhaul and renewal of it 


C of A. 


gL. B. SMITH CORP., Miami Inter 
national Airport, Fla., installed new engin 
and new seats in Associated Air Transport’ 
Smith-Super CW20-T. 

Royal Management Co.’s Twin Bon 
anza had new engines and propellers in 
stalled. 

American Snuff Co.’s Super E. Beec 
had electrical system converted. 

Brazilian Aeronautical Commission’ 
SA-16 Grumman “Albatrosses” are in fo 
rehabilitation for air-sea rescue, trainin 
ground and flight crews. 

Minnesota Airmotive Co.’s Supe 
Lodestar is in for engineering and fligh 
testing of this prototype. 


@ PLANESERVICE, Ine., Van Nuys 
Airport, Calif., installed Narco Saphi» 
1016 and ILS system in Aero Commande 
and Lear Omni System in Cessna 172 be 
longing to Central Western Telephone Co 
of Taft and Bakersfield. 

Consair Flyers Club of San Diego ha: 
a Narco VHT-3 Transmitter installed b 
Planeservice Radio Dept. 

Hehr Mfg. Co. of Los Angeles had on 
of the largest possible radio packages in 
stalled—three omnis, two ADF’s, fow 
localizers, primary & secondary communi! 
cations, 3 Lite Marker, Glide Slope and 
audio isolation, complete with Autopilot— 
ey 300 Ibs. | 

. C. Smith Construction Co. flew iz 
ae installation of Narco VC-27 in new J- 4 
Bonanza. 

Robert Harbison, newspaper publiei 
of San Bernardino, had an ILS system in 
stalled in his Bonanza. : 


Richard Morgan, of Beverly Hills, ha 
dual omni receivers and an ADF installe 
in his new Travel Air. 

Judge Rey B. Schauer, Associate Jus 
tice of the Supreme Court of California 
flew his Bonanza to Van Nuys for repair o 
his Autopilot. 


@ PIEDMONT AVIATION, INC., Win 
ston-Salem, N. C., performed 100-hr inspec 
tion on E18, owed by R. J. Reynold 
Tobacco Co., and flown by Grant Jefferies 

Krispy Kreme Doughnut Co. had thei 
E18S in for 100-hr inspection and mise. re 
pairs. Pilot is Rex Beamer, 

Daytona International Speedwa, 
Corp. had their PA-23 in for 100-hr in 


spection. 
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*Smith Transfer Corp. flew their E18S 

$ for 100-hr inspection and misc. repairs. 

)McLean Trucking Co.’s pilot, Roy 

pakefield, had 100-hr inspection performed 

ji the company’s E18S. 

}R. J. Reynolds Tobacco Co.’s Chief 

dlot Herb Drew had misc. repairs per- 

yrmed on the company’s DC-3. 

eCorps of Engineers pilot, Ed Haffey, 

tw their DC-3 in for 100-hr inspection 

id misc. repairs. 

} Management Service flew their DC-3 in 
100-hr inspection. Pilot is J. E. Wilson. 


? PACAERO ENGINEERING CORP., 

nta Monica Airport, Santa Monica, Calif., 
pmpleted installation of rudder spring tab 
Hstem on a Bechtel Corp. Lodestar. 
(Sangamo Electric Co.’s pilot, Ross 
fennett, brought in one of their Learstars 
#r annual inspection and relicense. 

‘Utah Construction’s Learstar was flown 

by Doug Garneau for minor service work. 
» Solo Cup Co.’s Learstar was flown in by 
yoyd Rondeau for 100-hr inspection and 
ther misc. work, 
| Westinghouse Air Brake Co.’s Lode- 
jar was in for dual engine change, in- 
lallation of short stack exhaust system, 
Widder spring tab system, 100-hr inspection, 
Wectrical re-wire and other work. Frank 
#ills is chief pilot. 


! SPARTAN AIRCRAFT CO., Tulsa, 
tkla., completed general repairs on Wood 
Co.’s Cessna 310. 
)) Northern Natural Gas Co.’s Lockheed 
Nentura had inspection of landing gear, 
ind radio and distance measuring equip- 
fent. W. S. Mackie is pilot. 
| C. L. McMahon had a periodic inspec- 
jon, and general modifications performed 
}) his Beech D18. 
| Corning Glass Work’s pilots, Bowen 
ind Prestion, brought their Douglas DC-3 
i. for installation of cabin chairs and re- 
ts to its Janitrol heater and control sys- 
m. 
Humphries Construction Co.’s Spar- 
tn Executive, piloted by A. C. McDonald, 
Pecived a periodic inspection and minor 
pairs. 2 
)}M. A. Hanna Co.’s Lockheed Ventura 
hd installation of Collins 51V-3 Glide 
lope Receiver and Sperry pictorial indi- 
utor, 100-hr inspection, and general re- 
airs. Jim Gott and Ole Burton are the 
lots. 
J. R. Sharp Drilling Co.’s Beech D-18 
‘as brought in by Jay Gentry for horizontal 
abilizer modification and minor repairs. 
»Tidewater Oil Co.’s Lockheed Lode- 
ar, piloted by Al Scarlata, received a 
eriodic inspection of aircraft, engines and 
istruments. 
Indian Drilling Mud Co.’s Lockheed 
entura, piloted by Jim Wade, was in for 
sneral repairs and inspection. 
-G. E. Humphrey Construction Co.’s 
partan Executive was brought in from 
outh Dakota for miscellaneous repairs. 
Oriental Refining Co.’s Beech D-18 
ad minor aircraft repairs and a 100-hr 
spection. Walter Reese is the pilot. 
Northern Natural Gas brought their 
eech D-18 in for a periodic inspection of 


Key WAYS-- JULY 1958 


aircraft, engines and instruments. 

Tennessee Gas Transmission Co.’s 
Cessna 310 is back in service after their 
pilot, J. P. Jacobsen, brought the aircraft 
in for repairs to its Lear transceiver, 


@ EXECUTIVE AIRCRAFT SERVICE, 
INC., Dallas, Texas, completed radar re- 
pairs on Auto Transport’s Super Ventura 
brought in by pilot Joe Snelson. 

Sohio Oil Co.’s Lodestar had radar re- 
pairs. Pilot is “Buss” Finefrock. 

S. W. Richardson’s DC-3 was in for 
100-hr inspection & misc. repairs. Pilot is 
Ed Armstrong. 

Atlantic Refining’s DC-3 was brought 
in by Herb Hansen for 1,000-hr overhaul, 
engine change, installation of aileron gap 
closure, new electrical wiring with 200 amp 
generator system, hydraulic panel modifica- 
tion (lowered), and misc. repairs & instal- 
lations. 

International Petroleum’s DC-3 is 
back in Bogota, Columbia, S.A. after 1,000- 
hr overhaul; installation of radio equip- 
ment, flush JATO, aileron gap closure; 
overhauled landing gear, fuel tanks, contro] 
surfaces, etc. 

Esso Shipping Co.’s Convair 340 had 
annual inspection, landing gear overhaul, 
installation of heater and APU and radio 
equipment, misc. repairs and exterior paint. 

Gulf Interstate Gas Co.’s Lodestar had 
annual inspection, misc. repairs, and in- 
stallation of overhead cockpit window. Pi- 
lot is Varge Pfuehler. 

Gulf Oil Corp.’s Lodestar, piloted by 
Stein Lee, had annual inspection, misc. re- 
pairs, and installation of rudder spring tab 
kit. 

Wilshire Oil Co. of California’s 
Lodestar was brought in by pilot Clint 
Seccombe for 100-hr inspection and misc. 
repairs. 

Trinity Drilling Co.’s Lodestar, piloted 
by W. L. “Poddy” Parish, had new cabin 
interior trim installed and misc. repairs. 

S. W. Richardson’s DC-3, piloted by 
Jim Smith, was in for annual inspection 
and misc. repairs. 

Union Producing Co.’s Twin Beech 
had new exterior paint job. Pilot is E. P. 
“Cotton” Jeter. 


@ OAKLAND AIRMOTIVE CO., Oak- 
land Intl. Airport has just made delivery 
of a converted PV-2, which they have 
named the CENTAURUS, to The Le Franc 
Corporation, San Francisco. 

Industrial Indemnity’s Lodestar and 
The House of Harvey’s Apache were in 
for partial exterior painting with Velva-Glo. 

Bechtel Corporation’s Lodestar 221B 
was in for interior rework and galley modi- 
fication. They now have Lodestar 222B in 
for electrical rewire and radar installation 
and galley modification. 

Boquillas DC-3 in for a landing gear 
door modification. Pilot is Jim Gray. 

Peter Kiewit’s Cessna 310 brought in 
for a double engine change. Trace Toovey 
is pilot. 

Pacific Bridge Co.’s Cessna 310, piloted 
by Elton Stone, was in for an auxiliary 
tank installation. 


Rick Helicopter’s Scann 30 Super 


Widgeon Conversion was in for a fuel tank 
repair and elimination of generator and 
magneto radio noise. 


@ GARRETT CORP.’S AIRESEARCH 
Aviation Service Diy., Los Angeles Inter- 
national Airport, has Republic Aviation’s 
DC-3 in for installation of new radio, ex- 
ecutive interior and AVQ-10 radar. Chief 
Pilot Pete Collins brought in the plane. 

Pratt and Whitney, Convair 340, 
piloted by Ralph Borden with company 
representatives Walt Pager and Roney 
Officer on board, was in for AVQ-10 radar 
system and miscellaneous service items. 

Tobin Aerial Surveys, DC-3, received 
radar maintenance and miscellaneous serv- 
ice work, 

Phillips Petroleum, DC-3, flown in for 
installation of an executive interior, radio 
modification work, and 8,000 hour overhaul. 

Dye Oxygen Co.’s twin-engine Beech- 
craft, brought in by Pilot Bob Witter, for 
100-hr check, annual re-license, radio work 
and miscellaneous modifications. 

Richfield Oil Co.’s DC-3 had aileron 
boost system installed and purchased 
Maximizer aileron gap strip kit and exhaust 
system. 

Ford Motor Co.’s DC-3 had Maxi- 
mizer installed, including gap strip kit. 


@ SOUTHWEST AIRMOTIVE CO., 
Love Field, Dallas, Tex., completed an in- 
spection of Cummins Engine Co.’s DC-3. 
Pilots are Bill Pruner and Phil Kaufeld. 

Dresser Industries’ PV-1 brought in by 
Chief Pilot Larry Montigny, had a 100-hr 
inspection. 

Vicksburgh District Corps of Engi- 
neers’ Grumman Mallard was in for double 
engine change and minor repairs. Pilots 
are Bud Clesi and “Tink” Tinkham. 

Gardner Denver’s Piper Apache was in 
for 100-hr inspection, flown in by Pilot 
Keith Winship. 


B VAN’S AIR SERVICE, INC., Winona, 
Minn., completed 100-hr inspection of Jack 
Kelly’s Temco Riley. 

Dison & Krofchalk’s Bonanza had an 
engine major, 100-hr, paint job, and Hart- 
zell prop and radio installation. 

J. R. McCabe, Donaldson Construc- 
tion Co. and Joe O’Neil had _ periodic 
inspections of their Navions. 

National Insurance Underwriter’s 
Bonanza had a periodic. 

Miscellaneous repairs and radio work 
were accomplished on Northern Engraving 
Co.’s Cessna 310, National Can Retinning 
Co.’s Apache, Giddings & Lewis Co.’s 
Lockheed Lodestar, St. Paul Agency, Inc.’s 
Bonanza, and Ted Armit’s Bonanza. 


mg GREENSBORO-HIGH POINT AIR 
SERVICE, INC., Greensboro, N. C., in- 
stalled dual omnis on Andover Aviation’s 
Cessna 195. 

Carolina By-Products’ Bonanza in for 
100-hr inspection. Flown by President 
Stanley Frank. 

J. J. Ryan’s B-25 in for engine inspec- 
tion, also Beechcraft G-35 for 100-hr in- 
spection. Charles Bing, pilot. 

(Continued on page 60) 
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Safety Digest 
(Continued from page 35) 


he could, even though he didn’t under- 
stand why the instructor wanted the 
brakes on while still in the air... 
“break it” was flying talk that he’d 
heard used in a recruiting movie, but 
he hadn’t yet reached the point of learn- 
ing what to break. No one had told him. 

In one P2V squadron, they had to 
convince several radar operators to stop 
asking for permission to “fire up the 
radar” after one pilot heard only the 
two words “fire” and “radar.” This 
same squadron was the one in which 
a pilot was saying, “. . . in case you 
have to bail out .. .” when a man put 
his headphones on, heard only the last 
two words, and was halfway out the 
hatch before someone grabbed his col- 
lar. Seems he had a harness on but no 
chute. 

A Cougar ran off the end of the run- 
way when he aborted his takeoff upon 
hearing an urgent “Ten, hold it up.” 
Tower wanted another aircraft, also No. 
10, to stop taxiing. Scratch one main 

ear. 

And the old handy thumbs-up-signal! 
Boy, that can sure get airplanes and 
people into predicaments in a hurry! 
Thumbs-up has come to mean just 
about everything except that you have 
no thumb. It’s used to mean “up,” 
“Roger, I understand you,” “yes, I 
hear them screaming at us,” “all’s 
well,” “climb,” “look up there,” and 
“look, my thumb is bleeding.” Unless 
you're accustomed to what thumbs-up 
means from a certain individual, you 
can’t depend on it much anymore. 

While conducting some undercover 
research on the subject of misleading 
instructions and words, we ran into a 
dilly without even looking for it. Taxi- 
ing along one recent moonless night we 
asked the copilot, “Do I turn left here?” 
He immediately answered with a la- 
conic, “Right.” With our thumbprints 
still on his throat, he then amplified his 
meaning—that’s right (oops, that’s 
correct), he wanted us to turn left. 

Human response to stimulus has an 
important relationship to commands, 
especially in moments of mental stress. 
Take the case of the student who was 
having trouble in the air—the chase 
pilot said, “pull up!,” and the pilot 
immediately ejected. He insisted, later, 
that he had heard the words “bail out.” 
and the chase pilot insisted he didn’t 
say them. What most likely happened 
here was that the student was ready to 
bail out, he was “primed” to hear the 
command just as you’re primed to see 
the traffic light turn green after it 
changes from red to amber. And, when 
he heard the terse phrase, same sylla- 
bles, same tone of urgency, he heard 
what he was expecting to hear and out 
he went. 

Pilots who are in a position to offer 
advice to someone in an emergency 
situation might keep this in mind and, 
where possible, offer their advice in a 
calm, reassuring sentence rather than 
a short, harsh command that might 
trigger off’ an undesired response. 
Think of what you do when the neigh- 
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bor’s not-very-friendly pooch snarls in 
your path—you don’t say, Nice dog” in 
a harsh tone, that would trigger him 
off. You speak calmly and soothingly, 
even if you call him a no-good-mangy 
cur, because he responds to voice tone 
stimuli better than to words. Try it. 

How far can we go in eliminating 
Cockpit Confusion? Theoretically, we 
could eliminate it completely if everyone 
said just what he meant in plain, stand- 
ard language. 

But. we're not automatons and we 
rebel sometimes at attempts to make us 
say a standard, canned phrase. Listen 
to some traffic turning base next time 
you're in the tower and you'll hear much 
originality . . . “gear check complete 
... “gear down and apparently locked” 
(No gambler, he) . . . “three in the 
green, pressure up”... . “turning base, 
rollers and draggers in place” (hepcat, 
this one) . . . and occasionally an un- 
imaginative conformist who says “turn- 
ing base, gear down and locked.” 

Transferring actual control between 
pilots is another place where words 
and sign language break down fre- 
quently. Copilot puts his hands on the 
yoke momentarily, pilot says “got it?” 
and the machine bumbles along its own 
because the copilot thought the pilot 
said “got it.” Pretty hard to go wrong 
if you do it the old corny way—rock 
the wheel, raise both hands, and watch 
for the other fellow to pat his head. 
Would completely eliminate one stand- 
ard phrase—“but I thought you had it.” 

Let’s get off your back and the tower 
operators’ and take a look at the plane 
captains out on the line. Many of them 
have never had “Taxi Sense” as re- 
quired reading, and their signaling 
gyrations would delight even the most 
avid ballet enthusiast. Here again orig- 
inality is the bug, for who wants to 
guide a zillion dollar flybird into the 
chocks with corny old-fashioned signals, 
when a dash for flavor will lighten the 
hearts of weary pilots? So we get 
Nijinskys who flail the air with drama- 
tic waving of arms while weary pilots 
groan or, yet, follow their signals right 
into an open gas pit. Plane captains 
and taxi directors, unite! Taxi signals 
were made standard for a serious pur- 
pose. 

No, we probably won’t ever stand- 
ardize terminology or hand signals to an 
ultimate degree. But we can add an 
extra dash of common sense to some of 
the jargon and mystical hand-wavings 
that take place in cockpits and on the 
line. Like briefing a copilot whom you 
haven’t flown with, for example, and 
telling him that after takeoff you’ll raise 
the wheels and he’s to bring back the 
throttle to 30” when you turn them 
loose. 

And like using standard, Navy- 
wide accepted terminology that leaves 
no doubt. IFR means Instrument Flight 
Rules, and if you start referring to In- 
flight Refueling as IFR, someone’s 
gonna be embarrassed! Same as TOT— 
what do you call it takeoff time, time 
over target, turbine outlet temperature? 
Does your squadron PIO get mistaken 
for pilot induced oscillation? 

Whether you’re a one-seater jet jockey 


or a Connie copilot, a tower controll 
or a substitute acting plane captain, 
little common sense in the use 

English—both the queen’s English a 
body English, will go a long way t 
ward eliminating that helpless feeli 
experienced by a senior pilot in 

allied service who elected to take 
waveoff and called for “takeoff-power 
Yep, his flight engineer took off pow 


—all of it. (APPROACH) 


Round Table 


(Continued from page 49) 


spark plugs. As you know, in the R28() 
days right after the war, Pratt & Whi 
ney strongly recommended that th 
electrode plugs be used. In fact, thd 
didn’t even put massive electrode span 
plugs on their approved list. Th 
found that a leaner mixture could on 
be fired with the thin electrode spa 
plug. At that time, the airlines objecte 
to this policy. They retorted that th 
did not operate that lean. As a resu 
the massive electrode spark plug w. 
approved, and it has successfully a 
complished its job. Today, with t 
high powers demanded by the 33 
engines, the philosophy is again bei 
brought forth that a thin electro 
spark plug has a place. 

Anderson: It will depend entirely 
what the operator demands of the 
gine and the spark plug. If an operat 
demands extreme high operating pe 
iods from his spark plugs, the man 
facturer will be forced to go to pla 
num electrode materials. Up to 6 
hours operation we feel that the nick 
alloy massive electrode spark plug w: 
do an excellent job. | 
Gossett: AC does not agree with that. 
Church: Availability of platinum 
time of emergency has been a conside 
ation. Our findings, however, are tly 
the jet age has increased the requir 
ments for nickel rather than platinus 
In addition to our own survey, one + 
our very large users also came to ti 
same conclusions before switching | 
fine-wire platinum plugs. Another sv 
vey we made was on the amount : 
platinum that erodes away during ser 
ice life. We learned that we don’t le: 
too much platinum in 1,000 hours | 
operation. The remaining platinum c: 
be salvaged for further use, thus : 
plenishing the supply. 

Anderson: We make both plugs, to 
We feel it’s up to the operator to deci 
which type suits his requirements be: 
The platinum electrode plug has mo 
or less assumed the definition of fin 
wire. As they are being gradually d 
veloped to the required needs of the 
extremely high-powered engines, th 
are ceasing to be fine-wire. We a 
having to use more and more electro: 
material to satisfy the job. They a 
therefore, gradually becoming massi 
electrode types with premium in co 
Gossett: AC reserves the prerogative 
disagree with this. 

Campbell: This concludes the progra 
Skyways’ hospitality is appreciated 

is the privilege of being with this grou 
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Maintenance Bulletin 


JOUGLAS 

Model DC3, C-47—Main Landing 
rear Down Lock Assembly—When per- 
orming maintenance on the landing 
sear, requiring the aircraft to be sus- 
vended on jacks or otherwise, visual 
nspection of the mechanical safety 
atches should be made before lowering 
he aircraft. On inspection, it should 
ye ascertained that the latch is engaged 
nm the slot on the lower end of the ac- 
juating cylinder piston rod. Further, 
when removing the gear down lock pins, 
it is considered good practice to check 
jor engagement of the latch in the slot 
it all times. 
| Mode DC3—Feathered right propel- 
jer after takeoff, account fire warning. 
“0-2 used. Three minutes single engine 
Hime. Inspection revealed electrical 
pverheat of starter relay in “J” box 
‘ight nacelle during pre-takeoff start- 
mg. Heat from relay charred fire detec- 
or wiring causing false warning after 


Cracked wing attach angles—DACO 
sonsiders cracks to be caused by air- 
raft being operated on short range 
dights and at low altitudes where severe 
urbulence is often encountered. These 
conditions tend to reduce the fatigue 
‘ife of the wing attach angles. Opera- 
‘or has removed the attach angle covers 
from all aircraft and the attach angles 
ire inspected each No. 4 (380 hour) 
Inspection period. 

| Fire warning left engine—Propeller 
feathered and CO-2 used. Inspection 
round no fire evidence. One fenwall 
Metector on dishpan found shorted. Re- 
bairs made, CO-2 replaced and aircraft 
-eturned to service. Single engine time 
5 min. 

Right hydraulic pump inoperative— 

found hydraulic shutoff valve in closed 
vosition. Investigation revealed taper 
»in connection shaft to bellcrank mis- 
sing. Inspection of left valve revealed 
olain taper pin installed and peened to 
prevent pin from coming out. Fleet 
campaign in progress to inspect and 
replace plain pins with threaded pins 
for installation of a nut. First incident 
of this type. 
- Model DC-3A—Engine backfiring— 
Inspection found supercharger fuel 
drain inner connection, P/N 44682, and 
spring, P/N 44684, in No. 9 cylinder 
intake pipe. Engine was changed and 
overhaul agency notified. 

Sense antenna mast broken from fuse- 
lage at skin line—lower part missing 
from aircraft, Douglas P/N 2132105. 
Mast replaced which consists of internal 
reinforcement to mast at mounting end. 

Left engine lost power on takeoff run 
and quit when power was reduced. Dis- 
assembly inspection revealed failure of 
propeller reduction gear pinion, P/N 
31143. Metal from gear failure cir- 
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These maintenance notes are compiled and edited from recent CAA air- 
varrier maintenance branch and general aviation maintenance summaries, and 
ire mailed to all NBAA members as part of their membership service. 


culated through engine causing initial 
stage of master rod bearing failure. To- 
tal time of parts involved 492 hours. 
First failure of this nature this year. 

Model DC-3C—Right propeller was 
feathered—13 min. prior to arrival due 
to engine roughness and fluctuating oil 
pressure. Initial failure was No. 1 cyl- 
inder exhaust valve. Continued opera- 
tion resulted in split cylinder head and 
hole in piston. Valve TT 1243:00 hours. 
Operator is holding exhaust valve stem 
to guide clearances to stricter limits 
and is conducting a fleet campaign on 
valve clearance adjustments. 

Right propeller would not feather— 
Blades too tight. Left feathering motor 
burned out while trying to unfeather. 
Blades too tight causing poor synchro- 
nization. These difficulties have been 
traced to the propeller blade seal 
galling against the corrosion barrier on 
the blade shanks as called out in Hamil- 
ton Standard Service Bulletin No. 508 
in compliance with AD-57-13-5 and 
Rey. 57-20. Operator has complied with 
SB 508 on 28 of their 36 propellers. 
WCA plans to remove corrosion bar- 
rier from all propellers as propellers 
are overhauled every 13 months and 
corrosion has occurred infrequently. 


PIPER 


Lift Strut to Fuselage Attachment Fit- 
tings P/N-1448]—Piper aircraft are 
being found on inspection with ap- 
proximately one-half inch of the 
threaded fitting screwed into the strut 
sleeve. It has been determined that a 
maximum of 15 threads can be exposed 
from the locking nut. 

Model PA-23—Rudder Tab Adjust- 
ment, which threads into the cable 
controlled drum and connects to rudder 
tab. failed in the thread area immedi- 
ately adjacent to the drum. 

Carburetor Air Ducting from Muff to 
Air Intake—Ducting was found in a 
collapsed condition, resulting from 
fabric coming loose from wire stiffener. 
This condition was observed on both 
engines. 

Fuel Line—Left auxiliary fuel tank 
line and airspeed static line were mak- 
ing contact in left wing forward of pitot 
tube. 

Stack Assembly-Exhaust — Exhaust 
stack shroud end plate was found cut- 
ting into exhaust stacks, permitting ex- 
haust gases and flame to enter engine 
compartment. 


LEARSTAR 

ADF Loop L-11 (ARC Serial 460)— 
Retaining shaft which passes through 
ferrite loop section became loose. This 
resulted in rubbing the glass, causing 
filings and fluid inside hermetically 
sealed unit. A ferrite loop having ex- 


(Continued on page 60) 


TRA 


ALL-CHANNEL 
VHF COMMUNICATIONS 


WITH REVOLUTIONARY 
ALL-NEW 
NSISTORIZED POWER SUPPLY 


® 90-360 channel transmitter (50 ke spac- 
ing; 118-135.95 mc) 


@ 90-560 channel receiver (108-135.95 mc) 


@ Per 


mits crystal-controlled tuning to VOR/ 


LOC frequencies and simultaneous glide 
slope channeling. 


@ Per 


mits SCS, DCS or completely flexible 


cross channel tuning. 


@ New transistorized power supply saves 
space and 4 pounds weight. 


@ CAA TSO’d for scheduled airline use. 


@ 22 


pounds total weight, /2 ATR. 


Send for new descriptive brochure. 


NAICO 


NATIONAL AERONAUTICAL CORP. 


Fort Washington, Pa. 


Circie No. 30 on Reader Service Card 
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Embry@ Riddle 


Ae 


Ove 


RONAUTICAL ONES Ta hue 


r the years, again and again, Embry- 


Riddle has proved that the interests of 


Bus 
and 


iness Flying and Embry-Riddle are one 
the same. Embry-Riddle business 


pilots, all over the nation, continue to dem- 
onstrate that there is no substitute for 
sound and comprehensive aviation training. 

The two-year Business- Pilot course, 


offe 


red in conjunction with the University 


of Miami, fully qualifies the Embry-Riddle 
graduate for responsible positions in busi- 
ness aviation... both on the ground and 
in the air. 

Embry-Riddle, America’s best-known, 
best-qualified school of aviation, continues 


to p 


roduce the nation’s most expert busi- 


ness pilots. 


You 


r business is Embry-Riddle’s business. 


Embry Riddle 


Aeronautical Institute » Miami, Florida 


ie 
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Compact Torque Tool 


Aircraft Vacuum Pump 


nu-avi- 


Compact Torque Tool 


A revolutionary new pre-set torque 
tool, designed to eliminate human error 
and facilitate torqueing in hard-to-reach 
places, has been introduced. 

This tool features a single setting 
and is designed so that one end fits the 
square drive of standard sockets, while 
the other fits the square drive of any 
ratchet or hand wrench. When the 
threaded fastener has been drawn up 
to its predetermined torque, the unique 
release mechanism incorporated in the 
tool permits 5° free rotation. Instantly 
felt, this limited free rotation is the 
signal to the operator that maximum 
torque has been reached. The tool auto- 


matically resets itself, upon release. 
Circle No. 32 on Reader Service Card 


Aircraft Vacuum Pump 


A new aircraft vacuum pump that 
requires no lubrication and discharges 
oil-free air is available. 

The model is applicable to business 
aircraft with vacuum instrumentation, 


and its installation weight is reduced. 
Circle No. 33 on Reader Service Card 


Airport Lighting Gear 

A new low cost runway lighting kit 
is designed for small and medium sized 
airfields. 

Lights, operating on 110 Volts, 
AC/DC, are easily installed and re- 
quire no expensive bases or under- 
ground wiring. Kit consists of 12 com- 


54. 


Runway Light 


Nickel Cadmium Storage Batteries 


uIp 


plete light assemblies, 24” diameter 


mounting cones, plug-in cords and 


bulbs, sufficient for 2,000’ runway. 
Circle No. 34 on Reader Service Card 


Nickel Cadmium Storage Batteries 


Portable electronic equipment, air- 
craft engine starting and data process- 
ing are some of the uses of an improved 
sintered plate nickel cadmium storage 
battery. Illustrated are individual cells 
with capacities of 64, 5, 2 and 1 ampere 
hrs. Low internal resistance permits 
exceptionally high discharge currents. 
Absence of corrosive fumes is advan- 


tageous in enclosed spaces. 
Circle No, 35 on Reader Service Card 


Pocket Computer Produced for Pilots 


A very small, practical flight com- 
puter for aircraft pilots is announced. 
The time-distance-mileage computer is 
only the size of a silver dollar, and is 
available on lighters, keychains, and 
moneyclips. It is reported that the com- 
puters have been used with precision 
by pilots flying slow and high-speed 


aircraft. 
Circle No. 36 on Reader Service Card 


Liquid Cooling Unit 

A liquid cooling unit that can ac- 
commodate a variety of fluids in air- 
borne or ground applications has been 
developed. 

Electronic cooling fluids are among 
those within its capabilities. 


Pilot Pocket Computer 


Self-Sealing Coupler 


The heat exchanger is a plate-and-fir 
type, constructed of brazed and welde: 
aluminum alloy. 

Air is moved at 36 lbs/min by th 
constant speed axial flow fan, which © 
powered by an integral motor operatin 
on 400 cps, 416/208 V, 3 ph hookup 
It is adaptable to 200/115 Volts. 


Circle No. 37 on Reader Service Card 


Self-Sealing Coupling 

A new Self-Sealing Coupling is de 
signed for use in aircraft fuel and oi 
systems and low pressure hydrauliv 
systems. The lightweight coupling com 
bines a compact design with minimuri 
pressure drop. 

Two methods of connection are oi! 
fered. A union nut with a sturdy quick 
lead thread connects under pressure 
Another union nut is available, featur 
ing a simple push-pull action. Botl 
styles connect easily with a simple one 
hand operation and incorporate positive 


touch and visual lock indication. | 
Circle No. 38 on Reader Service Card 
| 


Variable Sponge Rubber Cushion 


Cushions which can be made soft 0: 
firm to suit your own comfort are < 
new engineering design development. 

The cushion or pillow can be in 
flated by mouth to the desired firmness 
in aircraft, the pressure can be blec 
from the standard compressed air sys 


tem. 
Circle No. 39 on Reader Service Card 
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SKYMART 


the Market Place for Aircraft Parts, Equipment, and Services 


EXECUTIVE PLANES! &ctusive 


Attractively Priced For Quick Sale! OFFERING! 
LOCKHEED LODESTAR © BEECHCRAFT D-18-S @ LateModel BEECHCRAFT 


| Luxurious 11-place executive plane includ- CUSTOM CONVERSION S 

ee peer ee ee ae goes Beautiful 7-place D-18-S converted 2 years ago. UPER E-18-S 

Meare “0” acai an 1 580-99 eae Complete airline electronic equipment. Rede- Change in corporate structure forces sale of 
carci nylon fuel celle ey rael ie signed interior features Warren-McArthur low- this beautifully-equipped, low-time twin. 
ae oy CEA IS Ataootio: $06 back chairs with adjustable head rests, 2 drop Has flown in same condition as air lines. 
| BE exoach i +0 coated ae 19.500 leaf cabin tables, snack bar, storage cabinet Deicer boots and excellent electronic gear 
alee (pbc see ae ae and lavoratory. Rear bulk head removed and for all-weather operation. Comfortably ac- 
| oui Bee ns Geni Pitas a this completely open cabin area done in light, commodates 6 passengers for long or short- 
ae nically a a Star an , colorful pleasing fabrics and leather. All-white range operation. If you need dependable 
/ y Pp . exierior with red trim. Excellent mechanical 4 transportation then investigate this immacu- 
) condition. Write for color brochure giving } late twin—ready to go. No extras needed! 


complete details. 


For Complete Information 
Phone, Wire or Write 


SINCE — 


1937 € 


AIRWAYS “Inc. 


ROCHESTER AIRPORT 


Phone FA 8-2720 
Rochester 11, N. Y. 


| WE HAVE ONE OF THE FINEST EQUIPPED 
| RADIO SHOPS IN THE COUNTRY 
INCLUDING RADAR TEST EQUIPMENT 


| Priced for 
Immediate Sale 


ONE CONVAIR 
340 OR 440 AIRCRAFT 


44 Passenger— 
BeBe camier Ragas CERTIFIED REPAIR STATION CHEYENNE, WYO. 
° CAA Certificate No. 3973 


Unlimited Class I, Ill, IV Airframe & Class | Radio 
with limited navigation 


Contact: 
R. G. Schorling 


Continental Air Lines, COM PLETE SERVI CE 


itapleton Field, Denver, Colorado 
Phone: DExter 3-1521 Cheyenne Division, Land-Air, Inc. Cheyenne Municipal Airport 
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SKYMART 
985 and 1830 AERO TRADES 


SUPER VENTURA 


egal AIR STATION 
INDERS CAA. APPROVED REP 

ees #115 AIRFRAME CATEGORY CLASS 

Sooo PISTONS i, CLASS I, LIMITED CLASS IV 
: CRANKSHAFTS Design pti ceeeoe 
j teriors. Experimenta iflco- 
Radar-Autopilot Associated Products tion. Radio & Radar Installation. 
of America, Inc. MacARTHUR AIRPORT 
: 175 5th Ave., New York 10. Ronkonkoma, Long Island, N. Y. 

Magnificent Executive ORegon 4-0310 Tel. ROnkonkoma 9-8036 WOrth 4-7256# 
Interior 


For Sale or Lease 
Available 60 days 


Pompano Beach Airport | 
Quickest, Easiest, Access 
to all points between Palm Beach-Miami 


Complete Business Aircraft Services 
No Landing Fees 24 Hour Line Service ) 
No Traffic 80-91-100 Octane | 
One 4650’ x 150’ hard surface runway (14-32) | 


Three 4000’ x 150’ hard surface runways 
122.8 Unicom—Night Lighted 


On the Airport Next to Airport 


Golf—18 hole course Excellent accommodations} 


Details 


Write Skyways Box 758 


Clubhouse, lounge Hillsboro Light House 
Restaurant Deep sea fishing 
Swimming Pool Yacht Basins 
Showers and lockers Ocean Beaches 

Car rental Amphibian charter 


50 beautiful mechanics 


All facilities for 
airframe, engine, radio, electronic 
maintenance, conversion, overhaul 


by 
Remmert-Werner 


of Florida, Inc. | 


OXYGEN EQUIPMENT 
SALES & SERVICE 
REGULATORS—MASKS—VALVES 

PORTABLES & CYLINDERS 
FIXED INSTALLATIONS 
GOVT. APPROVED REPAIR uel 


DEAL DIRECTLY WITH OWNER 


EXECUTIVE AIRLINE DC-3 


EP AERO fovstite fi\fbaun | | VENTURA BES AA | 
“ 
i Motil LODESTAR..B-26 PARTS: 


DALLAS [eeeerrmmmmy [I 2. 200<4 4 c 


SUPPLIERS OF NEW SURPLUS SINCE 1947 


T-6G—PV-2—B-26 
SIKORSKY S-51 


We are present owners of all these and inter- 
ested in the purchase, sale, lease, and trading 
of all types of aircraft. Advise us of your re- 
quirements to receive our custom Proposal to 
meet your exact acquisition or disposal needs. 


> TRADE—-AYER CO. 
A. J. Ming 
Linden Airport Linden, N. J. 


Wabash 5-3000 


BOX 4035 TULSA, OKLA. RI 7-6480 


sk Heavy Duty 4500 ft. 
Runway 


Quality aircraft paint specialists 


% Addison Omni 111.4 
mc 


* Unicom — 122.8 mc 


CAA approved repair station no. 3951 
Afttrame 1 & 3, 
Limited airframe 
Pir Lockheed Lodestar, 
DEFIANCE, OHIO Powerplant 1 
VENICE, FLORIDA 


* Air Conditioned Term- 


inal and Restaurant 
Inc. 
% 24-Hour Super Service N AV () Field 
*& Rent-A-Car, Taxi roreietal gi? 


$1,000,000 in Active Parts for 


Executive Aircraft 


VALVES 


Ravenna, Ohio 
Tele. AX6-9621 TWX RAV-0-294| 


Douglas Airframe Parts Pratt & Whitney Immediate Delivery 
Beechcraft Engine Parts Continental 
Lockheed Standard Parts = Wright 7/ 16- 20NF-3 9/16- I8NF-3 
A.R.C. Sperry Accessories | /4-ANPT | 
; Bendix R.C.A, Instruments ALLEN AIRCRAFT PRODUCTS, INC. 
P. O. BOX 14201 ° DALLAS, TEXAS Collins Wilcox Deicers, Tires 


AIREX Service 


| 
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ATTENTION! 


your best buy is 
CAA certified instruments 


SPECIAL!! REMOTE COMPASS SYSTEM 


price complete ........... e- : 
specify 12 or 24 volts, d.c. 


CAA REPAIR STATION NO. 4004 
A.I.R. CORPORATION 


OAKLAND MUNICIPAL AIRPORT 
OAKLAND, CALIFORNIA 


FOR LEASE—SALE—OR TRADE 


‘the following excellent well-equipped aircraft 
ill in top condition 
Aero Commander 680—454 hrs. total time 
Beech D-18—SO hrs. on engines 
“F'" Bonanza—S0 hrs. since overhaul 


JOHNSON AIR INTERESTS, INC. 


Horlick Racine Airport, Racine, Wis. 


The Place to Stop 


RALEIGH-DURHAM 
AIRPORT 


FAST REFUELING—Courteous Service 


24-HOUR COVERAGE—Gas—T ower— 
Weather—Radio 


NEW PILOT’S LOUNGE—Clean Rest 
Rooms 

NEW TERMINAL BLDG.—Good 
Restaurant (with flight 
catering) 


FOR SALE 
L-5 
Auto Pilot in good working order. Com- 

plete with approach couplers. 
Roland W. Dumars 


144 Curran Rd. Cumberland, R. I. 
Tel: PAwtucket 6-1736 


] 


SRUMOTIVE 


AIRCRAFT SERVICES 


Pf kumolive 


O’HARE FIELD CHICAGO 
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Remmert-Werner 


now — for your DC3 
10 a en in 1 day for $289 an jae i 


authorized 
by you 


in Remmert-Werner's exclusive 


nw Wrap Around Shop 


Here is a completely new inspection tool and system, especially designed 
from time-motion studies and our experience of over 3000 inspections and 
twelve years of concentrated DC3-C47 work to cut costs 25% or more. 
It brings power, supplies, tools, and all other necessary shop facilities 
directly to your airplane, reducing mechanics’ time away from the job. 
Special equipment speeds lubrication with clean, correct greases. A “floating 
stockroom” with all normal repair parts can be moved directly to the job 
for immediate physical availability. New inspection forms and procedures 
coordinate manufacturer’s recommendations, AD Notes, and other require- 
menis. 


Try a 100 hour inspection in our Wrap Around Shop and see for yourself 
bow much time and money you can save. Ask also about our DC3 Main- 
tenance Contracts, which can lower your costs to as little as some light 
twins. Write or call today for an appointment at your convenience at any 
of our locations. 


Executive Aircraft for Immediate Delivery 


Grumman Goose _ New three Deluxe Super-92 DC3 


bladed full feathering props, all metal — Just converted, with fresh overhaul on 
wing, fresh overhaul on airframe and en- airframe and engines. Beautiful interior, 
gines. New executive interior, new exterior large picture windows, Collins and Bendix 


paint. $69,500. radio, lightweight landing gear doors. 


of Inc. of Inc. of 


Inc. 
St. Louis Florida Toledo 


Lambert Field Pompano Beach Express Airport 


SKYMART 


LYNCHBURG 
WILMINGTON 


BOSTON 
NEW YORK 


PHILADELPHIA 


FOR TOP MAINTENANCE 
SEE ATLANTIC AVIATION 


Atlantic’s experience in this field runs into millions of maintenance 
and service man-hours on virtually every type of business aircraft 
_.. Piper... Beechcraft . . . Grumman .> . Douglas... . 
Lockheed ... Convair. This experience, strengthened by workman- 
ship standards second to none, has earned Atlantic Aviation an 
enviable reputation among business aircraft owners. Our objective 
is to provide the best maintenance and service in business aviation. 
Here is how we approach that objective: 


modern equipment, tools and 
facilities 

adequate technical information 
well organized shops and 
orderly work flow 
independent inspector check 
system 

on job training and educa- 
tional advantages 
pride of workmanship 


@ hundreds of carefully trained e 
and screened technicians, 
thoroughly trained in funda- e 
mentals and skilled in spe- e 
cialties .. . 

® top calibre leadership by e 
leading men in the field 

@ thorough organization and e 
step-by-step responsibility 

close departmental teamwork ® 


only a short hop to Atlantic Aviation 


tlantic 
viation 


CORPORATION 


Maine to Virginia... 


BOSTON NEW YORK PHILADELPHIA WILMINGTON LYNCHBURG 
International Teterboro International New Castle Preston Glenn 
Airport Airport, N. J. Airport County Airport Airport 


LOgan 7-8700 ATlas 8-1740 SAratoga 6-7500 EAst 8-661] LYnchburg 3-3134 


Immediate Delivery 


We stock, overhaul, and install 


ALES 


PRATT & WHITNEY WRIGHT 
R1830 R1820 

—75, —92, —94  —202, —56, —72 OVERHAUL - EXCHANGE - LEASE 
R985 R1340 ALL P&W ENGINE MODEL’S 


R985 — 1340 — 1830 — 2000 
R2800 MI & M2 
R2800 C Series 


Lycoming—Continental 


and our most popular DC3 engine 


Super-92 IMMEDIATE DELIVERY 
ENGINE WORKS THE ORIGINAL MI & M2 AS ENGINEERED 
: . BY ACES COPIED BY MANY BUT NEVER 
Lambert Field INC. St. Louis, Mo. | | DUPLICATED BY ANY. CAA APPROVED RE- 


PAIR STATION—POWERPLANT CLASS 2 


WRITE, PHONE OR CABLE TODAY 
SALES MANAGER 


We Buy Used Aircraft 


Light Twins or Larger 
for resale or rework 


AIR CARRIER ENGINE SERVICE, INC. 
P.O. BOX 236, MIAMI 48, FLA. 
TUXEDO 7-2666 


as executive aircraft 
Give al! details in first letter. 


Remmert-Werner, Inc. 
Lambert Field, St. Louis, Missouri. 


FINEST AIRCRAFT 


MAINTENANCE 


i « DC-3- Lodestar 
Tw n Beech oC 3 odest ROCHESTER AIRPORT 
CAA Approved Repair Station #3964 pe LANE 0-22 20 
Class 1 & 3 No Limitations ROCHESTER 11, N.Y. 


ce 
JO 


& COMMUNICATION SYSTEMS 


Collins, Bendix, Sperry, Lear, ARC , Wilcox 


Aircraft Division 


AIRMAR RADIO SERVICE, 1 
NOW | 


BUILDING A FIRST CLASS SHOP AT | 


HANGAR +12 
NEWARK AIRPORT 
NEWARK, N. J. 
MArket 2-0782 


SUPER WIDGEONS 
6-place . . . Completely equipped 
GRUMMAN GOOSE 
Executive ... Zero SOH 
GRUMMAN MALLARD 
630 Hours TT . . . 130 Hours 
SOH Airframe and engines. 
TWIN BEECH SUPER 18 
Zero SOH Airframe and engines. 
COMMANDER 560E 
1957 7-place ... 125 Hours TT. 


WELSCH AVIATION CO. 
60 E. 42nd St., New York 17, N.Y. 
MUrrayhill 7-5884 


COMPLETE AIRCRAFT SERVIC! 
FACILITIES IN MID-AMERIC? 


Capital Airport, Springfield, 1!! 
C.A. A. CERTIFICATE NO. 3760 


Reduce lay-up time for business aircraft wi 
our “no-overtime” week-end service f/ 
scheduled work. 


© Complete airframe service, CAA Class 
III, and Limited Class IV (DC-3 and Lod 
star). 
® Powerplant repairs meet rigid CAA Cla 
I requirements. 
@ Around-the-clock refueling: 80-91-14 
Octane. 


@ Complete radio installation and rep4 
facilities CAA Class I, II, and Bendix 7 
Band Radar. 


© Low rates for charter service to anywhes 
PHONE 4-3431 


APITOL AVIATION, INC. 


AIRPORT... 
Springfield, Iilinois, 
V5¢ 


SKY WAYS «- JULY Vi 


We Want To Buy Two 
Hydromatic D185 


Will be overhauled and rebuilt to special configu- 
ration, with speed kits, new type interior, etc. 
Must be low cost, needing overhaul. Give all 
details in first letter. 

Remmert-Werner, Inc., 
Lambert Field, St. Louis, Missouri 


For Sale A-26 
) Remanufactured April 1953 1800 hrs total time Air- 
frame 360 hrs SMOH R. E. 75 hrs SMOH L. E. Two 
tone green & white exterior, brown & tans interior 
}A-12 auto-pilot complete Dual Collins omni & 17L 
xmtn 360 channel Collins communications Collins glide 
lope Bendix MKR isolation Amplifiers & speakers 10 
| channel MHF transceiver. Spare engine completely built 
up for quick change many other spares. 
Price complete $168,500.00 

| Reg. L. Robbins, 222 Ashburn St., Houston 17, Texas 

Tel. OL-1123 (office) —Mi-4-4272 (residence) 


EXECUTIVES ATTENTION 
TWIN BEECH ENGINE MOUNTS 
#£1859100—New—Perfect 
| While They Last—$90.00 each 

PACIFIC AERO SUPPLY 
/421.N. Prairie, Hawthorne, Calif. 


~ AIRCRAFT RADIO 


| 
| 
| 
| Maintenance ° Engineering 
Installation © Sales © Service 


Superior Aircraft Otrctnanies 


CAA. REPAIR STATION #4130 
Lockheed Air Terminal—Hangar #3 
Burbank, Cal. THornwall 8-1710 


CLASSIFIED 
ADVERTISING 


per word, minimum charge first 10 words $3.00, 
prepaid with order. Add 4 words if Box Number 
s included in lieu of advertiser's name and ad- 


AERONAUTICAL BOOKS 


REE CATALOG (1957) of leading aviation 
supplies including Zweng Books, Navigation 
omputers, Plotters, Log Books, etc. Also 
aps and charts; Books of the Sea and Air. 
Nautical supplies and general technical books 
on all subjects. Pan American Navigation 
Service, 12021-22 Ventura Blvd., N. Holly- 
_ Calif. 


! AIRCRAFT FOR SALE 

Reduced for immediate sale C50 (Twin Bon- 
janza) TT 2000 Hrs. E and P 400 Hrs. Dual 
equipment. Many extras. $39,900. D. F. 
Farabaugh, 1105 North Front Street, Niles, 
Michigan, MUtual 3-0200. 


CHARTS & MAPS 


AVIATION Charts now available from our 
new Chart Division. Agents for the Coast 
and Geodetic Survey. Our service includes 
Aeronautical Sectional, World Aeronautical, 
Direction Finding Navigational Flight, etc. 
Distributors for New Plastic Relief Map of 
the United States $45.00 express prepaid. 
(Free Catalog.) Pan American Navigation 
Service, 12021-22 Ventura Blvd., Hollywood, 
Calif. 


MISCELLANEOUS 


LETTERS AND NUMBERS—Precut self- 
adhering Vinyl REGALETTERS eliminate 
masking and spraying. Available in 4”, 12" 
and 20”. Also American flags, 8” x 134”. 
Permanent colors. Meets CAA regulations. 
See your Distributor or: REGAL AIR CORP., 
500 Fifth Ave., N.Y.C. 


TRY WAYS - JULY 1958 
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(Continued from page 54) 


New Universal Boss Saves Weight 

A great saving in weight (48% in 
1” tube size) is one of the advantages 
of a new Universal Boss Fitting recent- 
ly developed. 

The bulky AN adapter commonly 
used has been eliminated. Universal 
elbow fittings may be positioned upon 
installation, thereby avoiding  pre- 


positioning and reducing steps. 

The Universal Boss Fitting is avail- 
able in both integral hose fitting and 
bulkhead adapter styles in aluminum 
and stainless steel. 


Circle No. 40 on Reader Service Card 


Aircraft Windshield Rain Repellent 
A recent development is an improved 
Aircraft Windshield Rain Repellent. 
Manufacturer warns that a film of 
clinging water on a windshield can dis- 
tort vision by a few degrees, causing 
the pilot to follow a false horizon level 
and underestimate his clearance of 
ground obstructions. Kits are available 
in two sizes. 
Circle No. 41 on Reader Service Card 


Unitized Fuel Control for Helicopters 


A new unitized fuel control mechan- 
ism designed for helicopter powerplant 


installation is now being produced. 
Circle No. 42 on Reader Service Card 


Miniaturized Vaneaxial Blowers 


Compact vaneaxial air moving units 
for electronic equipment cooling, where 
space is critical, are now available. 
Single-stage blower, top, is high efh- 
ciency unit designed for cooling elec- 
tronic equipment and inflating radomes. 
Typical two-stage unit, bottom, is de- 
signed for high pressure, low volume 
performance suitable for cooling Mag- 


natron tubes in radar sets. The new 
vaneaxial fans can be furnished in a 
wide variety of housing shapes, sizes, 
flange designs, finishes and mounting 


arrangements. All are direct-drive. 
Circle No. 43 on Reader Service Card 


Portable Spray Cleaning Unit 

A new method of spray cleaning with 
a portable Spray Cleaning Unit Model 
and Cleaning and Rinse Gun Model are 
announced by the manufacturer. 


2 cS 


Major advantages are: controlled use 
of water; no heat required for cleaning 
and rinsing: cleaning time reduced, 
thereby more economical; more 


thorough and completely portable. 
Circle No. 44 on Reader Service Card 
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$1785.00 


180 CHANNEL 
VHF TRANSCEIVER 
118.0 To 135.9 MC 


All Accessories, Crystals, Antenna and 
Connectors furnished wired and as- 
sembled ready to install. 


@ Installed weight only 23 Ibs. 


© Transmitter power an honest 5 watts 
radio output. 


@ Size is standard 2 ATR. 
© Control Head is Airline concentric type. 


SPRINGER AIRCRAFT RADIO CORP. 
Sky Harbor Airport 
Route 11, Box 330 
Indianapolis, Indiana 


Circle No. 47 on Reader Service Card 


Airplanes 
Wanted 


WE WILL SPEND $450,000 
CASH EACH SIXTY DAYS FOR 
CLEAN AIRPLANES 


In our inventory for 
trade we have: 


$78,600.00 Executive Lockheed Lodestar—wSerial No. 
2190—red and blue trim, white fuselage top—complete 
dual instrumentation—prop, carburetor and windshield 
alcohol anti-icing—-24 yolt system—plush executive in- 
terior—galley—lavatory—radio includes ARC R15 re- 
ceiver—ARC CD11 course director with CA-10  com- 
puter—dual R-35/ARN-7 Bendix ADF—Rxo ARNSA 
glide slope receiver—DTR 360A transceiver—Collins 
7X1 transmitter—R&X ARN marker beacon recei\er— 
BCTS3) localizer receiver—ARC F11 150 amp. isola- 
tion amplifier—Ilamilton standard 231K50-471 props— 
1820-56 Wright engines with 469 and 222 hours since 
overhaul—3259 hours total airframe—just relicensed 
to March, 1959—also includes two spare engines, one 
vero time since overhaul and one run out—flown only 
by a professional pilot. 


$64,700.00 Lockheed Lodestar—Nerial No. 2030—N46F° 
—has brand new CAA periodic—flown 285 hours during 


immediate sale or 


last two years—cngines: Wright Model 18-20-202A's 
and have 285 hours since complete major overhaul— 
24V system—painted grey, white and blue in Learstar 
design—propv and windshield aleohol—dual Collins 360 
channel 51 Omni's—-very neat and complete dual 


instrumentation—dual Bendix ADF’s—Collins 1713 
transmitter—I ear LYTR-36 standby transceiver—-Ben- 
dix VINSS A 4-light marker beacon receiver—dual KXOB 
10-channel glide slope receivers—isolation amplifier— 
useful load 5405 ps, 


We urgently need to reduce our inventory 
and would like to trade one or both of 
these Lodestars on D-18'’s—-Aero Com- 
manders—310's—or Twin Bonanzas. 
Send Name and Address to Receive our Mailing List 
BEECHCRAFT DISTRIBUTORS 
JACK ADAMS AIRCRAFT SALES, INC. 
TWINKLE TOWN AIRPORT 
P. O. Box 5446 Memphis 16, Tenn. 
Phones EX 1-4436, 
EXpress 1-4437, EXpress 1-4438 


Circle No. 48 on Reader Service Card 
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Maintenance 
(Continued from page 53) 


| cessive play will cause erroneous bear- 


ing indications. 


GRUMMAN 


Mallard Model G-73—Throttle cable 
—In attempting to start right engine, 
pilot noted right throttle seemed to be 
quite loose and free to move. Inspection 
revealed the throttle cable was broken 
in the pulley area just above the throttle 
arm in the cockpit. Review of records 
indicated that advisability of establish- 
ing the maximum service life for these 
engine cables at 1600 hours. 

Pre-flight inspection revealed hydrau- 
lic oil on the bottom of the left wing. 
Further inspection revealed that the 
wing flap up hydraulic line was 
cracked at a flare just inboard of the 
cylinder. Line replaced and ship re- 
turned to service. Inspection procedure 
established for more frequent detailed 


| inspection of this area. 


Main gear down lock cylinder leak- 
ing internally. Inspection revealed the 
“OQ” ring piston seal had deteriorated. 
Investigation with the manufacturer 
determined that the “O” ring used was 
non-standard. 


LOCKHEED 


Model 18-08—Throttle cable—After 
the landing roll out when pilot at- 
tempted to taxi off the runway, left 
engine did not respond to the throttle 
control. Investigation disclosed that 
cable to throttle was broken at firewall 
pulley swaged fitting. As a result of this 
and other instances of cable breakage, 
we have established the practice of 
putting new cables between firewall 
connections and the engine at each 1200 
hours or engine change of approxi- 
mately the same period. 

Walk around inspection revealed 
rivets in wing skin aft of each nacelle 
with heads popped. Investigation 
showed that corrosive effect of the ex- 
haust gases in this area were the cause. 
Procedure has been established for 
more frequent and detailed inspection 
of rivets and structure in any places 
that exhaust gases can contact. 

Periodic Insp.—While _ performing 
periodic inspection, a crack in center 
section to fuselage attach angle P/N 
51025 was discovered. New attach angles 
were installed and aircraft returned to 


| service. Subsequent detailed examina- 


tion of the cracked angles indicated 
that the most probable cause of the 
cracks was stress induced by installa- 
tion of a poor fitting angle. 

Model 18—Angle—Center Section 
Main Beam to Fuselage P/N-51025— 
Subject part (right and left) was found 
cracked in the base. 


HELICOPTER 


Bell 47G-2—Tail Rotor Shaft P/N- 
47-645-202-1 and Bolt NAS-464-5-36— 
Difficulty was experienced when operat- 
ing rudder control. Inspection of tail ro- 


tor gear box disclosed that the bolt 
(NAS-464-5-36), which retains tail rotor 


| hub, sleeve, and guide to the tail rotor 


shaft was in a near failed condition) 

Bell 47H-1—Vibration—During 
route at 1500’, helicopter experiences 
severe vibration in tail section. Duri 
investigation by Bell Aircraft Meta 
lurgical Laboratory, analysis revealey 
evidence of an in-flight collision wit 
a relatively soft object which apparent 
had appreciable mass. They advise} 
that the composition of the object wa 
not identifiable, but it could have bee 
of a cellulose composition or, possibl 
a bird strike in flight by the tail roto» 
Bell is also of the opinion this incide 
could be attributed to tail rotor blad} 
flutter because, due to this incident an} 
several others, a mandatory bulletin wai 
issued for inspection of the tail roto 
and hub assemblies. 

Bell 47-J—Fuel Filter P/N-22372- 
Fuel filter retaining bail failed wher 
locking screw connects to bail. End 


Business Hangar 
(Continued from page 51) 


@ AMERICAN AIRMOTIVE CORP? 
International Airport, Miami, Fla., con) 
pleted bat wing removal, Learstar-type tak 
group conversion, double engine changy 
and paint job on E. F. MacDonald Co. 
Lodestar. Pilots, Jack deWolfe, Al Bloch 

Lyon, Ine.’s, Grumman Mallard haji 
100-hr inspection and misc. radio wor 
Pilots are Elmourza Natirboff and Gordoy 
Elder. | 

F. Kirk Johnson’s DC-3 was in fel 
minor repairs. Pilots are Robert E. Harq 
ing Jr. and Robert Martin. 

U. S. Industries’? DC-3 had 8,000-hl 
overhaul, electrical and radio systems r 
wired, installation of AA-designed electri 
“J” box, installation of honeycomb flo» 
ing. interior refurbishing and new pain 

Guillermo Bernal, Bogota, Colombi 
took possession of his AA-converted B7? 
with executive interior, new paint job anf 
special aerial photogrametric installatic: 

H. H. Bassett’s deHavilland had a 100-! 
inspection and new paint job. Pilot is Ba 
Mulligan. 

DuPont Air Interests’ president ant 
general manager, Hal duPont and Charle 
Raysor, took delivery of an Aero Con 
mander 560A and Aero Commander 6a 
which had received anual inspections an4 
new paint jobs. 

Flying Horse Farm’s Super Navion iy 
brought in by Sumner Pingree Jr. for i 
annual inspection. 

Packer Pontiae Corp.’s Grumman Mal 
lard had hull splash rails installed. Pilo 
is Bob Turner. 

Stockton, Whatley and Davin Co.’ 
Beech E18S and Beech C50 had mise. radii 
and engine repairs. Pilots are A. R. Jane 
and Ed Cowart. | 

Great Lakes Carbon Corp.’s DC-2 
piloted by Bill Horan and Joe Greneir, hac 
annual inspection, double engine change 

Plymouth Oil Co.’s Learstar had doubl: 
engine change. Pilots are Jim Hickersoi 
and Guy Phillips. | 

Cooperativa Algodonera Salvadoren: 
had three Stearmans in for NA-75 conver 
sion (hi-lift wings, easily removable fuse 
lage metal panels, new type hopper, ney 
type dusting and spraying equipment). 

Hacienda Hotels’ DC-4 is undergoin; 
conversion including DC-7-type rear cabi 
lounge and piano bar. 


SKYWAYS” * JULY “me 


Close-up of a firewall section shows 666 Hose of Teflon with fire 
sleeving and 601 Lightweight Engine Hose with stainless steel 
braid cover. Together they offer increased fire resistance and 
longer service life on engine lines. 


Teflon is DuPont trade name for its tetrafluoroethylene resin. 


A DC-3 type corporate aircraft equipped with Aeroquip Hose Lines. 


New Type Aeroquip Hose Lines Save Weight, Increase Fire Resistance, Extend Service Life 


Use of new type Aeroquip Hose Lines offers important safety and 
service advantages to all aircraft operators. On a typical overhaul 
job, PW-1830-94 engines on a DC-3 were completely replunbed 
with Aeroquip 601 Lightweight Engine Hose and 666 Hose of Teflon. 

Aeroquip 601 Hose provided CAA “fire-resistant” installations 
on all fuel and lube oil lines from the firewall forward. Substantial 
weight reduction and increased flexibility were added advantages. 

Aeroquip 666 Hose of Teflon, with Aeroquip 624 Fire Sleeving, 
gave CAA “fireproof” protection for all hydraulic, de-icer and 
vacuum line installations. Practically unlimited service life is 
anticipated. 

Both hose types use Aeroquip Detachable, Reusable Hose 
Fittings for quick assembly with bench tools. Total weight savings 
on this DC-3 is 17.86 Ibs. 

Make sure your aircraft “life lines’ have all the safety and 
service life that can be attained. Specify Aeroquip Hose Lines on 
the next overhaul. Write for Service Reports #108 and #109. 


Aeroquip Corporation, Jackson, Michigan 
Western Division, Burbank, California 


DISTRIBUTED BY: 


2ro Hardware & Supply Co., Nielsen Hydraulic Equipment Co., Richey Air Sales, Inc., No. Hollywood, Calif. 
ami Springs, Florida Pelham Manor, New York Sky-Store, Hawthorne, California 
rwork Corporation, Atlanta, Ga.; Southwest Airmotive Co., Dallas, Texas; Spencer Aircraft Inducirieenines 
2veland, Ohio Denver, Colorado; Kansas City, Kansas i 

Ase Seattle, Washington 
nnor Aviation Corp., Mamaroneck, N.Y. Van Dusen Aircraft Supplies, - on 

E eae Field Aviation Co., Ltd., 

xon Engrg. Co., Inc., Hartford, Conn. Minneapolis, Minn., Teterboro, New Jersey; 


on‘I. Aviation Supply Co., Inc., 


uston, Texas; Oklahoma City, Okla.; St. Lovis, Mo. Aiir-Parts, Inc., Burbank, California 


Chicago, Illinois; Alexandria, Va.; Miami, Fla. 


Oshawa, Ontario, Canada 


Lund Aviation Ltd., Dorval, P.Q., Canada 


n’|. Aircraft Supply Corp., Detroit, Mich. Aviation Service & Supply Co., Northwest Industries, Ltd., 


1ro-Land Supply Co., Oakland, Calif. Denver, Colorado 


Edmonton, Alberta, Canada 
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a “new” lodestar 


for Col. D. Harold Byrd 
by Dallas Aero Service 


Yes, Col..D. Harold Byrd, prominent Texas safety, speed, economy and attractiveness 
oilman, today has a ‘‘new'’ Lockheed are all combined in the Col. D. Harold Byrd 
Lodestar as a result of the engineering, airplane. Here are only a few of the many 
planning and craftsmanship of the skilled modifications and installations made by Dal- 
technicians at Dallas Aero Service. ‘‘New”’ las Aero Service to make a ‘‘new’”’ Lodestar. 


the complete dallas aero speed program kit consisting of: 


Change angle of incidence e Installation of saddle type fairing between fuselage and stabilizer 
e Installation short tips on horizontal ‘stabilizer e Installation of Learstar type intersectional fairing 
on stabilizer e Installation of flap-fairing closure between elevator and stabilizer e Removal of 
bat wings e Restriction of flap travel to 70 degrees and cut flap tracks e Rework trailing edge of 
wings and flap tract extension housings and incorporation of knife edge closure fairing extensions. 


Other modifications and installations were: 


A streamlined tailcone, eliminating center section ‘‘up'' elevator e A 200,000 BTU Janitrol heating 
system e@ Incorporation of short stack exhaust system e Large picture windows e Convair wheels 
and brakes e Fire detection system e Dual fuel system e Lear spring tab rudder e DAS wheel well 
doors e A Bendix electrical system including feeder fault system @ Bendix radar and radio e Design 
and installation of a new custom styled lightweight interior e Design and installation of custom cockpit, 
buffet, instrument panels, electrical panels and lighting system e Repainting of the airplane, including 
special design by a leading artist, using Hot Dupont Siliconized Enamels. 


For further information, write, wire or call... 


DALLAS AERO SERVICE 


S 3300 LOVE FIELD DRIVE © PHONE FL 2-264] © DALLAS 35, TEXAS 


/ COMPLETE ONE-STOP SERVICE ON CONVENIENT LOVE F/ELD 


Circle No. 45 on Reader Service Card 


